


iL 
ri- 


on 


and 


oars 
eas: 


r for 
junds 
Jouth 
ivery 
tities 


each 
en to 
satis- 
Rail- 
ecre- 
C. 


. 
t.td 


5, 


and 


pines, 
[ools. 

y best 
3 and 
, very 
ders 


d. 
2. Om 


i le AR ATA RTS ae Be 6 eI OM EY 


a 
aR: ee £ 





ss TRE re 


AMERICAN RAILROAD JOURNAL, 


Se <> - 
: oI 4 saan ES t42,8- 7 
TE LESS [LAOGMLUMAR PERUSE SF 2 
*~ ve ean a sb ed ~ ee ed ~~ _ Ca Se oe “ Pee. ow DPS = ae 


STEAM NAVIGATION, COMMERCE, MINING, MANUFACTURES. — 
HENRY V. POOR, Editor. 








ESTABLISHED IN 1831. 








PUBLISHED WEEKLY BY J. iL SCHULTZ & CO., AT NO. 9 SPRUCE ST., 


Szconp Quarto Series, Vou. x ‘No. 38 | 


LLL LSS PLL LDPE LP LP LLL SRARRAATNG 


SATURDAY, SEPTEMBER 23, 1854. 


LPL ISS 


| 


NEW YORK, AT FIVE DOLLARS PER ANNUM IN ADVANCE. 


POPP LOL PF LLL LLLP IIL LILI S SFIS 


[Wuoie No. 962, Vou. XXVIL. 





ee” FREDERICK ALGAR, No. 
Lombard St 
the Journal. 


11 Clements Lane, 
, Lonpon, is the authorised European aGENT for 








PRINCIPA L CONTENTS. 








Engineering: History of the Erie Railroad..... 593 
Railroads in Illinois....... eee weed .. 595 
Greenville and Columbia R. R.. bunkeueuae nend ia 598 
Victoria Bridge at Montreal............ 2... -- 598 


Ohio and Pennsylv ania R. R.. 

Public Works of Virginia .... wa 
Memphis, Clarksy ille and Louisville RR... ..599 
Share and Money Market 00 
New York and New Haven R. R..... ........ 601 


Indebtedness of Railroads .... 2... ..... 006. 602 
Journal of Railroad Law.... ..............-602 
SRRNUOVOS CLONE TIOR 4 we nncorcane shaeineed.cnn 602 


Commerce of Railroads of Cuba.......... ..603 
Chartiers Valley Railroad 


Steamboat Accidents .................... ..608 
Boston and Maine R. R....... $0 ssaQO borides 604 
Coal Trade of Cleveland....................60 

OUMr Henn OF ChE U,.G....-. cccc.ccce. ccce cope 604 
Engineering and Mathematical Instruments. : . 604 
Mobile and Girard Railroad ........ 2... 0... 605 
Memphis and Little Rock R. R.......... ....605 


Convention of Western R. R. Co’s. ...... «....605 
Lexington and Big Sandy R.R..... .... ..... 605 
Hannibal and St. Joseph Railroad.... . .. 605 
Uniformity of Gauge .. 605 








American Railroad Journal. 


PUBLISHED BY J, H. SCHULTZ & OO., No. 9 Spruok sv. 











ree ee: September 23, 1854. 





Seateowine History of the Erie Railroad. 
While this subject is fresh before the public, we 
give another chapter upon the engineering history 
of this road, confining ourselves chiefly to the 
period of Mr. E, F, Jounson’s connection with it 
As we believe this project to be under very great 
obligations toMr.Johnson,we conceive it only justice 
to recapitulate the services which he rendered the 
road, which are fully understood by the pr ofession, 
but which have never been properly recognized 
or acknowledged by the company, or the public. 
In the spring of 1829, an anonymous pamphlet 





appeared from the press of the Messrs. Carrill, of 


New York, proposing a line of railway from the 
Hudson to the Mississippi. This pamphlet. was 
from the pen of W. C, Redfield, Esq., since distin- 
guished as the author of a theory of winds and 


storms. This pamphlet was submitted te Edwin 
F. Johnson, then in charge of the department of 
practical mathematics and civil engineering at the 
Military Academy at Middletown, Connecticut, 
with a request that Le would give his views in re- 
spect to it, for publication. This was acc ordingly 
done. Portions of Mr. Johnson’s review were in- 
corporated in the second edition of the pamphlet, 
and the whole was published at the instance of 
Mr. Redfield, in the New York Statesman, in Feb’y, 
1830. 


The review of Mr. Johnson embraced an inves- 
tigation into the relative merits of railroads and 
canals, and, although at the time he wrote there 
had been no practical demonstration of the appli- 
cability of locomotive steam power to railways, 
the successful experiments on the Liverpool and 
Manchester Railroad not havirg then been made, 
and although the Erie Canal had then been open- 
ed throughout for about three years, and the 
public mind was greatly engrossed and excited by 
that species of communication, Mr. Johnson came 
to the conclusion, see p. 9,——-“‘that railways as a 
means of inlercommunication, possess properties 
which in most situations will render them superior 
to canals, and that with reference to the United 
Slates, considering how diversified is the surface, by 
hills and vallies, railways when properly constructed 
wil be proved the most valuable and effective; and 
that ultimately, when their merits become better 
—__ |known and more fully appreciated by far the greater 
portion of the inland trade and travel will be con- 
ducted upon them.” 


This point being established, Mr. Johnson pro- 
ceeds to consider the most suitable location for a 








-|great line of railway leading from the Atlantic 


seaboard into the interior. In this investigation 
it was not difficult to show that New York City 
was the proper starting point on the Atlantic. An 
examination of the physical geography of the 
vast region lying between the Allegany and Rocky 
Mountains, and which then (1829) was compara- 
tively very thinly settled, showed that the point 
most central to the most fertile portion of the 
Mississippi and Upper St. Lawrence vallies, was 
situated not far from the ju.ctirn of the Rock 
River with th» Mississippi in the State of [linois. 

From this point to New York City a very direct 





line for a railroad, it was believed, could be ob- 
tained, passing near the south end of Lake Michi- 
gan, along the table land of Northern Ohio, and 
thence by the Allegany, Susquehanna and Dela- 
ware vallies, (the present route of the New York 
and Erie Railroad) thus avoiding the main range 
of the Alleganies, or, to use the words of. the re- 
view, passing them “where they lose their distin- 
guishing characteristics, as they become merged 
in the general average surface of the surrounding 
country, not far from the south line of New 
York,” 

This proposed route was soon after examined 
by De Witt Clinton, jr., Civil Engineer, ander a 
commission from the General Government, and a 
favorable report made. This examination consist- 
ed merely in an estimate of distances by the travel- 
ed roads, &c., and barometrical measurements. of 
the height of prominent points, being similar, in 
its character to the reconnoisances more recently 
made for a similar purpose from the Mississippi 
to the Pacific, and did not contribute very much 
to the knowledge previously possessed of the 
country over which the route passed. 

In 1831, Mr. Johnson published a large edition 
of his review in pamphlet form. This edition he 
distributed gra/witously throughout ‘all the towns 
upon and in the vicinity of the proposed route 
from New York City to the Mississippi River ; and 
in the winter of 1832, the first charter was ¢grant- 
ed for the construction of the New York and Erie — 
Railroad; a charter which contained this remark- 
able provision that, no connection should be formed 
with any line of railroad leading into the States of 
Pennsylvania and New Jersey. Thus presenting 
the very singular spectacle, should the road ever 
be built, and this provision be enforced, of a great 
trunk line of road, leading direct from the Lakes 
to the great emporium on the Atlantic entirely 
shorn of its branches on one side, a provision “in- 
serted ostensibly to prevent the “tapping’’ of the 
road by Philadelphia in the vallies of the Susque- 
hanna and Delaware, but designed really it is snp- 
posed for a widely different purpose. 

In 1834, the State directed a survey to be made 
of the route from the Hudson to Lake Erie, and 
Benjamin Wright, who had been prominent as One 





of the principal engineers of the Erie Canal, was 
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appointed to the charge of it. Judge Wright se- 
lected for his two principal assistants, James Sey- 
mour, (now deceased,) and Charles Ellet, jr. The 
former was placed in charge of the Eastern, and 
the latter of the Western Division. This survey, 
which was merely a preliminary one, was necessa- 
rily confined to the State of New York, the 
charter as already stated not permitting 
any- departure from its . limits,. It com- 
menced at Tappan Sloat, now. Piermont, on 
the Hudson. Thence through Rockland and 
Orange Counties, and through Sullivan County by 
the valley of the Neversink River, to the east 
bank of the Delaware River, at the mouth of the 
Callicoon. Thence to Deposit on the Delaware, 
and across to the Susquehanna River at Bingham- 
ton. The route down the latter river, from the 
point where it was first met by the line, not being 
available, in consequence of the river passing for 
a distance into Pennsylvania. 

From Binghamton, the route of the survey lay 
along the Susquehanna and Chemung Rivers, 
thence across to the Allegany Valley; and from 
the latter to Dunkirk, as the most prominent point 
on Lake Erie. 

The favorable character of this report led to 
the organization of a company, and in the season 
of 1886, the surveys of location were commenced 
under the direction of Judge Wriaurt, the Com- 
pany’s Chief Engineer. A portion of the line was 
also put under contract, the same season, in the 
valley of the Delaware, from the mouth of the 
Callicoon to Deposit, about 40 miles, and the work 
of grading commenced. 

The Company believing that the aid of the 
State would be required to accomplish the work, 
and such aid to be justiy due to the portion of 
the State through which the road was to pass, in 
consequence of the liberal expenditure in the tier 
of counties occupied by the Erie Canal, presented 
their petition to the Legislature for assistance ; an 
application which was not received with favor or 
treated with proper respect by the representatives 
from the Canal Counties, who designated the peti- 
tioners as a band of “sturdy begyars,” and the 
project as “visionary and impracticable.” 

During this year the Legislature ofthe State 
directed the Canal Commissioners to report upon 
the “relative merits of railways and canals,” and 
the duty of preparing this report was entrusted 
by the Board to John B. Jervis, Holmes Hutchin- 
son and Frederic C. Mills ; only one of whom had 
previously any experience upon railroads, and all 
of them interested professionally in the advance- 
ment and extension of the Canal:system. 

This report, as was anticipated, did not exhibit 
the railway in a very favorable light; but placed 
it about where Judge Wright, the prominent Canal 
Engineer named above, had previously placed it 
in his letter addressed, if we remember right, to 
the President of the Chesapeake and Ohio Canal 
Company, viz—in a middle position, as a means of 
transportation, “between a good turnpike and a 
canal.” — 

In the spring of 1836, the Directors of the New 
York and Erie Company concluded to-reorganize 
the Engineer department of their company, and 
they invited Mr, Johnson and Capt. Talcott to act 
as associate Engineers, in conjunction with Judge 
Wright whose duties were to be merely nominal 


rangement Mr. Johnson was placed in charge of 
the portion from the Hudson River to Painted 
Post about 800 miles, and Capt. Talcott of the re- 
maining portion, to Dunkirk, 

When Mr. Johnson entered upon his duties he 
found, as above stated, the work of grading in 
progress along the upper part of the valley of the 
Delaware, and several parties were employed 
making explorations for the best route from the 
Delaware west to Painted Post, and east, to the 
Hudson. An examination of the topographical 
features of the country soon convinced him that 
notwithstanding the charter prohibited connec- 
tions with lines leading into New Jersey and Penn- 
sylvania, the force of circumstances would in time 
cause such connections to be made, and hence he 
could not avoid the conclusion, that the main line 
of the road wou'd eventually find iis eastern ter- 
minus at Jersey City or Hoboken, and knowing 
that arrangements had been made for a connec- 
tion from Newburg (since effected,) he did not 
consider it expedient in the then weak state of the 
company’s finances, (the individual subscriptions 
all told not amounting to three millions) to incur 
any expenditure east of Goshen, believing that a 
connection with Newburg would serve the wants 
of the Company, until such time as it would be 
possible to build the road on the only proper route 
for it {« pursue to the Hudson River wpon the route 
to New York City. 

Mr, Johnson also believed that if the line west 
from Goshen to the mouth of the Callicoon were 
built over the hills of Sullivan, where certain loeal 
interests were endeavoring to place it, and where 
all the previous surveys had been made, it must ulti- 
mately be abandoned, and placed in the valley of 
the Delaware. He believed a similar change 
would have to be made in the line in the Susque- 
hanna at the Great Bend, and that it must eventu- 
ally occupy the valley of that river, and pass for 
several miles within the limits of Pennsylvania. 


In accordance with this conviction Mr. J. di- 
rected a survey to be made, which had not before 
been done, from the Deer Park Gap along the 
western slope of the Shawangunk Mountain, to the 
Delaware Station. This survey showed that the 
descent to the river could be effected by a line 
with gradients not exceeding 45 feet per milc, 
whereas upon the line as surveyed by Judge 
Wright, the maximum grade at the descent of the 
mountain was 90 feet per mile, a limit determined 
upon as the minimum in a consultation with Mon- 
cure Robinson of Pennsylvania, and Jonathan 
Knight of the Baltimore and Ohio Railroad. The 
surveys and examinations of Mr. Johnson also 
showed that the comparatively level valley of the 
Delaware could be followed from the Delaware 
station to the mouth of the Callicoon, without 
thereby increasing the distance as compared with 
the line traversing the hills of Sullivan, which had 
rise and fall of many hundred feet greater, with 
higher gradients, and from which no convenient 
connections could be made with the coal fields of 
northern Pennsylvania. 

A similar improvement to the above, it was evi- 
dent to Mr. Johnson, was practicable at the Great 
Bend of the Susquehanna. These changes and 
improvements so necessary to the final success of 
the undertaking, did not meet the views of many 


unfortunately succeeded in obtaining the sympa- 
thy of the consulting Engineer in their behalf; 
who, however, was not sustained by the company, 
and. who withdrew from its service in the month 
of March 1837. 

Upon the Western Division of the road during 
this period no attempts at construction had been 
made ; the duties of Capt. Talcott being confined 
to. the surveys and examinations, necessary to a 
definitive location of the line and of the terminus 
at Lake Erie, which was fixed at Dunkirk. 

The grading along the Delaware commenced 
under the direction of Judge Wright, in 1835, was 
being executed with a view to a track of the 
width of 4 feet.84¢ inches. Mr. Johnson by a 
writien report (the first made in this country upon 
the subject) invited the attention of the Board of 
Directors to the propriety of increasing the width 
of the gauge. At this time only sixteen miles of 
railway were actually in operation of the narrow 
gauge in the State of New York west of the Hud- 
son, 

In 1837, when the affairs of the New York and 
Erie Company were getting into a more settled 
condition, and the solid and best men of the city 
were found in its Direction, with James G. King 
at their head, and Peter G. Stuyvesant as Treasurer, 
and the path was becoming plain for the company 
to pursue, the great revulsion which shook to its 
foundation the whole financial system of the 
country occurred, and the New York and Erie 


suspend operations. 

Upon the assembling of the Legislature in Jan’y 
following, the company renewed its application 
for aid, and a report was prepared by Mr. Johnson 
based upon the more recent surveys of the entire 
line, in which the true character and capabilities 
of the road, its resources for business, &c., were 
for the first time set forth. Mr. J. demonstrated 
in this report what few engineers at that time 
would admit, to wit, the influence of gradients 
within certain limits of inclination upon the cost 
of transportation upon a railroad, was very slight, 
and that a road of the character of the New York 
and Erie, with gradients not exceeding 60 feet per 
mile, could transport heavy freight at a cost in- 
cluding profit not exceeding 1}¢ cents per ton per 
mile. 

This report produced a favorable effect. It con- 
vinced many who before believed, and honestly, 
that the New York and Erie Railroad was a vision- 
ary enterprise, that it was not only practicable, 
but that transportation could be done upon it at 
remunerating rates. The result was a change or 
modification of the law granting the credit of the 
State, by which the company was enabled to avail 
itself of the loan. 

In passing this act the Legislature committed 
an error by what agency it is not known, by pro- 
viding that the company were not to derive any 
benefit from the loan until they had constructed 
ready for use ten miles of their road at each ex- 
tremity. By this provision the road of necessity 
was brought to the Hudson at Piermont, and the 
building of this portion, and of the portion at 
Dunkirk, at so early a date, when from its distant 
and isolated position, it could not be profitably 
used, the rails upon it after being laid, not being 








and advisory in their character. Under this ar- 
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veyed. back again.to the Hudson... From. 
improvident proceedings the company lost more 
probably than the whole amount of the loan from 
the State, viz three millions (subsequently con- 
verted into a gift) and added probably that 
amount needlessly to the cost of the road. 

Mr. Johnson when in the service of the compa- 
ny prepared specifications and plans for the grad- 
ing and various mechanical structures, except the 
larger bridges which were to be erected at a later 
period. The specifications were drawn up in a 
more full and perfect manner than had probably 
previously been done on any railroad in the coun- 
try, und used through all the subsequent stages 
of the work. He went to Dunkirk and attended 
to the revision of the location of the line at that 
extremity, from Lake Erie to the summit, reduc- 
ing the gradient from 70 to 60 feet per mile, and 
the cost in about the same ratio. T. S, Brown, 
subsequently Chief Engineer, was then the assist- 
ant in charge of this Division. 

On the Eastern Division Mr. Johnson secured 
the services as assistant of the late H.C. Seymour 
to locate the portion at the terminus near the 
Hudson. Mr. Seymour afterwards filled the office 
of Chief Engineer and Superintendent of the road 
with much credit. Mr. Johnson did not remain 
in the service of the company to put either of the 
portions thus located under contract but retired 
receiving at the time an offer which he accepted, 
of the charge of the surveys upon the New York 
and Albany, and Ogdensburg and Champlain 
roads, and he has not since that day been in the 
employ of the New York and Erie Company. 

Mr. Johnson was succeeded by Edward Miller 
of Pennsylvania as Engineer of the Company, and 
the latter by Maj. T. 8. Brown named above as 
having previously been in charge of the section 
at Dunkirk. 

The mistakes of the Company in regard to the 
piled road alluded to by our correspondent of last 
week were made after Mr. Johnson left the service 
of the Company, and the plan was never approved 
by him. At the time of its adoption by the New 
York and Erie Company, Mr. Johnson gave an 
opinion adverse to its success in the case of an- 
other road. 





Ohio and Mississippi Railroad: Illinois Por- 
tion. 

The following gentlemen have been elected Di- 
rectors of the Q. and M. Railroad, for the ensuing 
year: 

John O'Fallon, Wm. H. Belcher, Sam’l Gaty, of 
St. Louis, John L. Aspinwall, (of New York,) So- 
lon Humphreys, do., H. D. Bacon, J. H. Alexan- 
der, Sidney Breese, ’(Ils. ey Alfred Ki tchell, do., 
Chas. P, Chouteau. 

The number, it will be perceived, is ten—it 
having been reduced from thirteen, the number of 
which the Board was formerly composed. 

It is understood that Col. O’Fation declines a 
re-election as President of the Board, and that H. 
D. Bacon, Esq., of St. Louis, will be chosen to 
succeed him. The other officers are J. H. Avex- 
ANDER, Esq., Vice President and Treasurer, and 
Geo. K. M. M’Gunnecte, Secretary. 





New York Central Railroad, 

This Road has a double track now in daily use 
for more than two-thirds of the way. Something 
under a hundred miles between Batavia and 
Syracuse only remain to be completed, which it 


is expected will be in running order early next 
year, 
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The progress of 5 ‘n Illinois fu" ar sus- 
tains her claim as being the “ Empire Stale of the 
West.” The routes, upon which the future com- 
merce of the State must naturally be directed, are 
already occupied by roads in operation or in active 
construction. For, notwithstanding the surface 
of Illinois is so uniform as to invite communica- 
tion in every direction, her commercial relations 
with the whole country have indicated necessary 
routes for her roads, as essential to commercial 
convenience as those of the State of New 
York. . 

The geographical position of Illinois is the chief 
element of her future greatness. Lying on the 
east upon the navigation of the great lakes, and 
on the west upon 600 miles of the Mississippi 
river ; and imposing the least distance and the 
fewest obstacles between those vast navigable 
water courses, [llinois is destined to be the high- 
way ofa large part of the internal commerce of 
the country. For the valley of the Upper Missis- 
sippi, of which Illinois forms the best portion, and 
for a vast territory reaching beyond to the base 
of the Rocky Mountains, Illinois must always 
furnish the most convenient eastern outlet. Her 
great lake port, Chicago, must also conduct the 
commercial exchanges oflarge amounts of northern 
and southern products. And, looking beyond to 
the trade to the Pacific, and of the great conti- 
nent of the Eastern Hemisphere, the great Cen- 
tral and Northern projected lines of Pacific rail- 
roads will meet the navigation of the great lakes 
at Chicago. ; 

Illinois has vast local resources, superior to 
those of other large portions of the west. The 
vast extent and inexhaustible fertility of her riv- 
er “ bottoms,” as well as the general excellence 
of her prairie soil, constitute an agricultural ca- 
pacity of the highest order. Her broad sub-strata 
of coal, her lead, iron, limestone and building 
stone, are her exhaustless staples of mineral 
wealth. With 55,000 square miles of practicable 
surface, combining all her elements of natural 
wealth, Illinois has an inhabitable capacity, per- 
haps unequalled by any other similar extent of 
territory on the globe. 

Chicago, especially, being literally at the straits 
through which two thirds of the ultimate exter- 
nal commerce of the Upper Mississippi valley 
must pass, and being the central seat of vast fu- 
ture manufactures of iron, copper and lead, sus- 
tained upon the mineral resources of Lake Su- 
perior on one hand, and the coal of Southern and 
Western Illinois on the other ;—is the great focal 
>| point for the railroad system of the State. Next to 
Chicago, St. Louis, although an external point, 
has a most important relation to the commercial 
and agricultural interests of Illinois. St. Louis 
will always be the great point from which south- 
ern and south western trade, destined for Chica- 
go, will leaye the Mississippi river ; and, like Buf- 
falo to New York, will always be the great forwar- 
ding city to Chicago. Unlike Buffalo, however, 
St. Louis will always sustain a large commerce of 
its own, drawn from a wide extent of tributary 
country, and by its own commercial relation with 
the ports of the lower Mississippi and of the Mex- 
ican Gulf. 

The railroad ‘‘ system” of Illinois is therefore 
necessarily based upon the connection of Lake 


Mfic ice. with the Mississippi. The ro road by’ 


which Chicago is to become connected with the 
six hundred miles of.the great western water bor- 
der of the State are as follows: 

. Galena and Chicago Union; 

Chicago, St. Charles and Mississippi ; 

Chicago and Rock Island ; 

Aurora Branch, Military Tract and Peoria and 
Oquawka ; 

Aurora Branch, Military Tract, and Northern 
Cross ; 

Chicago and Rock Island, and Peoria and Bu- 
reau Valley; 

Chicago and Rock Island, Peoria and Bureau 
Valley, and Peoria, Jacksonville and Alton; 

Chicago and Mississippi; and Illinois Central. 
(Chicago Branch.) 

The points at which these roads will meet the 
Mississippi are as follows : 

Opposite Dubuque, Iowa; at Savannah, Fulton; 
Albany ; Rock Island; Oquawka; opposite Bur- 
lington, Iowa; Quincy; opposite Hannibal, Mo.; 
Alton ; Illinoistown, opposite St. Louis, Mo.; and 
Cairo. 

The distances of these points, respectively, from 
Cairo are, 598 miles, 555 miles, 538, 529, 477, 407, 
894, 313, 300, 192 and 172 (Cairo 0) miles. 

GALENA AND CHICAGO UNION RaILROAD. 

This work was projected;in 1836, and commen- 
ced under a new organization in 1847. The road 
was intended to connect Chicago with Galena by 
a line of 180 miles. It is now completed to Free- 
port, (121 miles from Chicago) from whence the 
Illinois Central road will complete the connection 
with Galena. 25 miles of the Illinois Central, ex- 
tending beyond Freeport to Warren, are now in op- 
eration, leaving about 34 miles yet to be opened. 
At Warren the Mineral Point road, 32 miles in 
length, will diverge to Mineral Point in Wiscon- 
sin; the work being already in a good state of 
progress. At Belvidere, 78 miles from Chicago, a 
branch of 20 miles diverges to Beloit, from whence 
the Beloit and Madison road, 48 miles in length, 
will extend to the Capital of Wisconsin. 20 miles 
of the latter road are about being opened. 

The Galena and Chicago company are now en- 
gaged in opening a direct line to the Mississippi 
at Fulton. The new line leaves the present road 
at 28 miles from Chicago, thence extending 70 
miles to Dixonville, from which latter point to the 
Mississippi river is 87 miles. For the road from 
Dixon to Fulton, the Galena and Chicago company 
have made an agreement with the Mississippi and 
Rock River Junction Co., by which the latter 
company prepare the roadway for the supersiruc- 
ture, while the former company iron, equip, and 
operate it, paying the original owners seven per 
cent. semi-annually on all their expenditures for 
construction. The length of the direct line from 
Chicago to Fulton is 135 miles, all of which is ex- 
pected to be completed in the present year. 

The construction account of the Galena and 
Chicago company on May Ist 1854 was $4,516,290; 
represented in part by $2,682,167 of paid up 
stock; $1,356,000 of 7 per cent. mortgage bonds, 
and $26,000 of 10 per cent. convertible bonds.— 
The balance consists of debts due by the company 
and of surplus earnings above declared dividends, 
(these earnings being $175,694 40,) 

Of the construction account, $797,533 bad been 











expended on the Dixon “direct line” road, upon 
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which it was estimated that $525,000 would be 
yet required for its completion between the “Junc- 
tion” and Dixon, 70 miles. The cost of extending 
the line from Dixon to Fulton, 87 miles, is estima- 
ted at $600,000, making the whole cost of the 107 
miles of the “ direct line,” from the Junction to 
Fulton, $1,923, 533. 

Of the construction account of the Galena and 
Chicago road, $379,767 had also been expended 
upon the 20 miles of the Beloit branch. 

The net earnings of this road for four years 


have been as follows: 
Net 


Net Miles Earnings 

Earnings. open. per mile. 

Biss ep kan se 00.9000 $78,781 42 $1,875 
UBB io iin ins is vicisreviee 128,948 62 1,999 
BMages chee secs vets 286,151 90 3,179 
oo) eee ee 439,814 150 8,383 


The gross receipts for the year ending April 
30th 1854 were $899,043, of which but $859,199 
were expended for operating the road, being 40 
per cent. only of the gross earnings. 

Office at Chicago. 
JOHN B. TURNER, President. 
W. M. LARRABEE, Secretary. 
JOHN VAN NORTWICK, Chief Engineer 
CHICAGO, ST, CHARLES AND MISSISSIPPI. 

This road was projected to give to Chicago the 
shortest possible connection with the Mississippi, 
which, making a detour into Illinois, is but 130 
miles distant by the St. Charles road; being 50 
miles less than the distance via Galena, and 5 
miles less than the new Fulton and Chicago di- 
rect line. It was undeniably by an error that the 
Galena and Chicago road was first located on its 
present route, an error which that company is 
now seeking to retrieve by the construction of the 
Chicago, Dixon and Fulton road. It is an unfor- 
tunate circumstance that the Chicago, St. Charles 
and Mississippi, and the Chicago, Dixon and Ful- 
ton roads, having the same eastern terminus, and 
diverging but 17 miles from each other at Fulton 
and Savannah, should not have been combined 
under one interest, so as to remove the necessity 
for more than one road. 

As it is, however, the whole ofthe St. Charles 
road was put under contract on the 30th of May, 
1853; Mess. E. C. and E. B. Litchfield, of New 
York, taking the entire road, to be constructed 
and equipped for $24,500 per mile. 

Mess. Collins and Co. of Brooklyn, N. Y., who 
have the sub-contract for constructing the road 
from Chicago to Fox River, have their portion of 
the work nearly completed. 

At the last meeting of the stockholders of this 
company, the subscribed stock was reported as 
$1,190,600. No bonds would be issued until 
after the completion of the road to the Fox Riy- 
er, forty miles from Chicago. 

The St. Charles road runs up from Savannah, 
the point where it strikes the river, to Galena; 
making a whole length of 160 miles, or 20 miles 
less between Chicago and Galena than by the pre- 
sent Chicago and Galena road. 

The officers of this company are as follows : 


President, Ira Minard, St. Charles, Il. 

Vice President, Gurdon 8. Hubbard, Chicago. 

Secretary, Stevens 8. Jones, St. Charles. 

Treasurer, Alvah Hunt, New York City. 

Chief Engineer; Geo. W. Waite, St. Charles, 
ROCKFORD AND ROCK ISLAND RAILROAD. 

On reaching Dixon, on the Chicago and Fulton 





“ direct line,” the Rockford and Rock Island road 
will open an additional line to the Mississippi 
river at Albany, seven miles below Fulton, and 
will thence run down the river to Rock Island. 

As this road comes under notiee in this connec- 
tion, it is well to indicate its route and objects at 
this place. The general route of the road is in 
the Rock River Valley, running from Beloit 
through Rockford, Byron, Dixon, Sterling and Al- 
bany. That portion of the road between Dixon 
and Albany was put under contract on the 16th 
of February 1853, to Henry Doolittle, of Dayton, 
Ohio. This road occupies a route of great value, 
connecting northern Illinois and Central Wiscon- 
sin, by a direct route, with the Mississippi,—being 
fed by several important roads and being a com- 
petitor to none. It passes several flourishing vil- 
lages abundantly supplied with water power. Its 
officers dnring 1853 (we have had no report this 
year) were, 

President, John Dement, Dixon, Til, 

Secretary and Treasurer, J. B. Brooks, Dixon. 

Chief Engineer, R. Ogilby, Dixon, Ill. 

Colsuliing Engineer, R. B. Mason, Chicago. 

CHICAGO AND ROCK [SLAND RAILROAD, 
This road was opened throughout during the 


past summer. It is 181 miles in length from 
Chicago to Rock Island City ; passing for upwards 
of 80 miles in the vallies of the Des Plaines and 
Illinois rivers, and through the villages of Joliet, 
Morris, Ottawa and Peru. It is the first road, in 
the order of its opening, connecting Chicago by 
an uninterrupted communication with the Missis- 
sippi river. Its earnings, thus far, have been 
such as to assign it a position among the most 
successful roads in the west, although it is built 
at a higher average cost. Rock Island city is the 
best point at which the Mississippi can be bridged 
without interfering with its navigation. The 
right of way across Rock Island is now disputed 
by the War department, the island being the 
property of the United States, and subject to the 
disposition of the Secretary of War. This difficul- 
ty will ultimately be arranged, when the Rock 
Island road, will be extended by nearly the same 
company, under the title of the Mississippi and 
Missouri Railroad, through Iowa City to Council 
Bluffs. The officers of the Rock Island road are 
as follows : 

President, John B. Jervis, New York City. 

Treasurer A. C. Flagg, n o ds 

Secretary, N. D. Elwood, Joliet, Il. 

Chief Engineer, Wm. Jervis, Chicago. 

AURORA BRANCH RAILROAD. 

This road, which will be the Chicago trunk of 
three separate connections with the Mississippi 
river, extends from the Junction with the Galena 
and Chicago road to Mendota, on the Galena 
branch of the Illinois Central road. Length, 58 
miles ; whole length, over the Galena and Chicago 
track, to Chicago, 88 miles. Mendota is 16 miles 
above La Salle, making the entire distance from 
Chicago to La Salle 104 miles, against 98 miles by 
the Chicago and Rock Island road. From Men- 
deta the Central Military Tract road will be ex- 
tended to Galesburg; the most northerly point on 
the important east and west line of road, now 
known as the Peoria and Oquawka, but which 
will ultimately connect Indiana and Iowa. The 
Military Tract road is now finished to French 
Grove, 35 miles from Mendota. From Galesburg 
there will be a direct western connection with the 





Mississippi river at Oquawka, and also one of 40 
miles to a point opposite Burlington, Iowa. South 
Westerly of Galesburg, the Northern Cross road 
will extend 120 miles to Quincy, where the short- 
est connection can be made with the Hannibal 
and 8t. Josephs Railroad of Missouri. The en- 
tire distance from Chicago to Quincy by this line 
is about 292 miles. The entire line is expected 
to be opened and operated during the present 
year. The officers of these roads are as fol- 
iows : 
AURORA BRANCH. 

President, James 8. Joy, Detroit, Mich. 

Secretary, A. Robbins, Chicago. 

Superintendent, Walter 8. Johnson, Chicago. 

CENTRAL MILITARY TRACT RAILROAD. 
President, J. W. Brooks, Detroit, Mich. 
Secretary, David Sanborn, Galesburg, I. 

NORTHERN CROSS RAILROAD. 

President, N. Bushnell, Quincy, Ill. 

Chief Engineer, W. H. Sidell, Quincy, Ill. 
PEORIA AND BUREAU VALLEY RAILROAD. 

This road, leaving the Chicago and Rock Island 
road at Bureau, 113 miles from Chicago, will 
extend to Peoria, 47 miles. It is now under con- 
tract to Sheffield, Farnham, & Co., and 20 miles 
are inoperation. Surveys have been made by W. 
G. Wheaton, Esq., resident Engineer of this road, 
for a direct line to Jacksonville, whence the Jack- 
sonville and Alton road will extend to the latter 
point, The distance, by Mr. Wheaton’s surveys, 
from Peoria to Jacksonville, is 7534 miles. We 
have seen no report of the surveys of Mr. Joseph 
T. Hunt, engineer of the Jacksonville and Carroll- 
ton road, but we are told that the entire line from 
St. Louis through Jacksonville, Peoria and Bu- 
reau, to Chicago, is but 35 miles longer than the 
Chicago and Mississippi road 

The officers of the Jacksonville and Alton road 
are as follows : 

President, Judge D. M. Woodson, Green Co. 

Secretary, George T, Brown, Alton. 
Chief Engineer, Joseph T. Hunt, Alton. 
PEORIA AND HANNIBAL RAILROAD. 

A company has been organized for the construe- 
tion of a railroad lying mostly in the Illinois river 
Valley, to connect the above points. Hannibal on 
the Missouri side, is but 13 miles below Quincy, 
and 128 above St. Louis. The principal subscrip- 
tions towards the construction of this work have 
thus far been made in Lewistown, Fulton, Co.— 
This road occupies the best portion of the Illinois 
River Valley, and will be a most useful road to 
Chicago, as well as to the country traversed. The 
following are the officers of this road. 

President, Myron Phelps, Lewistown, Fulton Co. 

Vice President, L. D. Erwin, Rushville, Schuyler 
Co. 

Treasurer, George Phelps, Lewistown. 

Secretary, Thomas Hanna, Vermont Fulton Co. 

CHICAGO AND MISSISSIPPI RAILROAD. 

This road is the second in the order of opening, 
connecting Chicago directly with the Mississippi 
river. The entire line was opened throughout, 
from Alton to Joliet, early in August. Between 
Joliet and Chicago, 40 miles of the Rock Island 
road are used. From Alton to St. Louis, 20 miles 
the distance is run by steamboats. The entire 
distance from St. Louis to Chicago, by this road, 
is 280 miles; the road proper being 220 miles 
long. It is probable that this road will yet enter 
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Chicago.upon an independent line ;.while, on the 
other end, a road is building from Alton to Lllinois- 
town opposite St. Louis. It is probable that 
through trains will yet be run in 9 hours between 
St. Louis and Lake Michigan. 

The Chicago and St. Louis road occupies the 
shortest rout. between its termini, and must al- 
ways rank in importance with the great lines which 
connect the Seaboard with the lakes. Its two 
terminal cities, with Cincinnati, must always be 
the great commercial centers of the west, and im- 
mense commercial interchanges will always exist 
between them. 

This road has been completed principally by 
eastern capital. The President of the company is 
Hon Geo. Bliss, of Springfield Mass. 

ILLINOIS CENTRAL RAILROAD, CHICAGO BRANCH. 

The Chicago Branch of tbe Illinois Central road 
runs direct from Chicago to Cairo, a distance of 
865 miles. This portion, togethcr with the main 
trunk of the road, the whole being 704 miles in 
length, will be opened during the present year. 

Such is a brief summary of the lines -radiating 
from Chicago to the western border of the State, 
and meeting the Mississippi at no less than twelve 
different points. Nearly every one of these roads 
will have important extensions on the west. south 
west, or south. All are in fact connected directly 
or remotely with the great lines projected towards 
the Pacific, or with the great north and south lines 
of the Mississippi valley. 

The Illinois Central “ main trunk,” intersecting 
the State from north to south, will furnish the 
central thoroughfare for business in that direction, 
besides opening up vast quantities of coal in 
the southern part of the State, to the Chicago mar- 
ket. 

Besides the system of roads based upon Chica- 
go, Illinois will have five other east and west lines, 
passing across her entire breadth. These lines 
are as follows: 

Peoria and Oquawka, running from the Indiana 
line to Burlington, Iowa. 

Indiana and Illinois Central, and Great Western; 
together uniting Indianapolis and Hannibal, Mo. 

Terre Haute and Alton, indicated by name. 

Atlantic and Mississippi, from Terre Haute, Ind., 
to St. Louis; and 

Ohio and Mississippi, from Cincinnati to St. 
Louis. 

PEORIA AND OQUAWKA RAILROAD. 

This road, (commenced and carried forward 
from its wes/ern terminus,) leaves the Mississippi 
opposite Burlington, Iowa, as also from Oquawka 
in Henderson Co., Ills., the two stems uniting a 
few miles west of Monmouth. The road thence 
runs through Galesburg, Peoria, Washington cross- 
ing the Illinois Central and Chicago and Mississip- 
pi roads, and thence extending to Middleport, in 
Iroquois Co., nearly 200 miles from Burlington.— 
From Peoria to Burlington is about 80 miles. At 
Middleport this road meets the Logansport and 
Pacific road, running to Logansport, Ind, The 
Peoria and Oquawka road is under contract to 
Cruger, Secor, & Co., and has been p:omised to 
be in operation throughout by January 1, 1855.— 
The following are the officers of this road. 

President R. Rouse, of Peoria, Il. 

Directors. Fitz Henry Warren, Burlington, Iowa; 
W. 8. Phelps, Elmwood, Peoria Co., Ills.; G, C. 





Bestor, R. Rouse, P. Sweat, W. Kellogg, and J. 
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Frink, of Peoria; A.B 
Tazewell Co., il; and J. ‘Thomas, of Middleport, 
Zroquois Co. 
INDIANA AND ILLINOIS CENTRAL AND GREAT WESTERN. 

The Indiana and Illinois Central road extends 
on a very direct line from Indianapolis, Ind., to 
Decatur, in Macon Co., Ill. where it. reaches the 
Great Western road of Illinois. The former 
road is 149!¢ miles in length; the latter from De- 
catur to Naples is 94 miles long. The Indiana 
and Illinois road is under contract to M. C. Story 
& Co., of New York, who grade and iron the road, 
and furnish the equipment for $22,000 per mile. 
The whole sum to be paid the contractors, includ- 
ing extra work above the estimrtes is $3,738,- 
500; of which 50 per cent. are payable in 7 per 
cent Company bonds, secured by the whole road: 
20 per cent. in stock, and 30 per cent in cash. 

The stock account of this company was report- 
ed as follows at their last meeting. 


Cashy subseripsions i. <6ic0cs 0§06,6%s ois03 $339,500 
Land subscriptions... ahs . -.-. 1,566,050 
Stock issued to solicitors.............. 3,400 
Stock issued to contractors............ 6,100 


$1,914,050 

From the Wabash river to Decatur, a distance 
of 84 miles, the work has been sublet. The Chief 
Engineer of this company is John C. Campbell, 
Esq. 

The Great Western road is in operation from 
Decatur, through Springfield, to Naples on the Il- 
linois river. This road will be ultimately extend- 
ed to a point opposite Hannibal, Mo., thus com- 
pleting a great central route from Philadelphia 
and Baltimore through Columbus, Ohio: Indiana- 
polis, Ind., and Springfield, Ill., to the Missouri 
river. 

The President of the Great Western road is Gov- 
erneur Morris of New York city ; Engineer and 
Superintendent, T. J. Carter, of Springfield Ill. 

TERRE HAUTE AND ALTON RAILROAD. 

This road will connect the two points indicated 
in its name, by a line of 170 miles. A large east- 
ern interest is now identified with this enterprise, 
and it is expecied that the whole'road willjbe open 
in 1855. Messrs. Phelps, Mattoon and Barnes, of 
Springfield, Mass., are the contractors. It is ex- 
pected that nearly fifty miles from each end, or 
100 miles in all, will be open by the first of Janu- 
ary next. The whole distance by this road from 
Terre Haute to St. Louis, will be about 190 miles. 

The stock subscriptions of this road are report- 


ed as $2,900,000 
Ist Mortgage : per cent. bonds sold 1,000,000 

sold 250,000 
Bn 3 + unsold 750,000 


Total means $4,900,000 

It is expected that the road can be built and 
equipped complete for $4,000,000, by which the 
necessity of the sale of all of the last issue of bonds 
will be avoided. 

The President of this company is Simeon Ryder 
of Alton, Ill.; Chief Engineer, 0. W. Childs, Al- 
ton. 

: MISSISSIPPI AND ATLANTIC RAILROAD. 

This road is doubtless destined to be the great 
through line from the east to St. Louis. By its 
connections at Terre Haute it forms the shortest 
lines from Cleveland and Indianapolis. Its length 
from Terre Haute to Lllinoistown, opposite St. 
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mule longer than an air line. Occupying Tesi 
of the “ National Road,” ‘and intersecting the most 
fertile portions of the State, it possesses, in di- 
rectness and local resources, the best elements of 
support and cheap operation. With its Indiana- 
polis connections this road offersa route actually 
shorter between Cincianati and St. Louis than the 
Ohio and Mississippi route, while upon the cons- 
truction ofaline ofroad from Greensburg (on the In- 
dianapoiis and Cincinnati road) to. Terre Haute, it 
willbe much the shortest route between the twocities 
and will possess the further advantage of conforming 
in gauge with all the numerous and important 
roads which it will intersect. By its connection 
with the Illinois Central road at Effingham, 97 
miles from St. Louis, and 199 miles from Chicago, 
it willfurnish a tolerably direct route beween those 
cities. 

The President, John Brough, Esq., of Indiana- 
polis, announces the whele road under contract, 
to be completed in the summer of 1856, 

OHIO AND MISSISSIPPI RAILROAD. 

This road is to extend from Cincinnati to St. 
Louis, a distance of 344 miles. About 70 miles of 
the eastern and 50 miles of the western end are 
now open. The whole road is expected to. be 
completed during the coming year. The read is 
of six feet gauge, different from that of all the roads 
intersected. The President in Ohio, is James C. 
Hall, of Cincinnati; Engineer, 8. 8. Post, of Cincin- 
nati. 

The President in Illinois is H. D. Bacon of. St. 
Louis. 

Estimated cost of this road. $12, 500,000. 

The roads not embraced in the “systems” we 
have described are the Vhicago and Milwaukee, 
Belleville and Illinoistown, Belleville and Murphys- 
boro, andWarsaw and Rokford roads. The general . 
direction of these roads is north and south. 

BELLEVILLE AND ILLINOISTOWN RAILROAD, 

This road was originally projected from Llinois- 
town, opposite St. Louis, to Belleville, in St. Clair 
Co. Under a disputed provision of its charter, 
and ~ the pressure of the sentiment of “State 
policy,” long maintained in Illinois, it was after- 
wards extended to Alton. The whole will prob- 
ably be finished in the present year. The President 
of the Company is Col. James L. D. Morrison, of 
Belleville, St. Clair Co., IL 

The Belleville and Murphysbororoad will extend 
the above road to a point ofintersection with the II- 
linois Central road near Cairo. The entire line of 
road from Alton will then not only give to St. 
Louis a direct southern land route, but will also 
connect the important systems of road centering 
respectively upon Alton and Cairo. 

WARSAW AND ROCKFORD RAILROAD. 

This road follows the valley of the Mississippi 
river from Warsaw, north to Port Byron on 
the Rockford and Rock Island road, before notic- 
ed. This road is sometimes called the Warsaw 
and Port Byron road. The Mississippi, for many 
miles above Warsaw is obstructed by rapids, and 
to pass around these was the principal object, for 
which this road was projected. In 18 miles only, 
between Warsaw and Nauvoo upper landing, the 
descent of the river is 23 feet. From Warsaw to 
Oquawka the surveyed line is 60 miles, and from 
Warsaw to Port Byron about [30 miles. The first 
estimated cost of the whole line was $2,665,000.— 











Louis, is stated at 162 miles less than one 


This work has been let to contract to Messrs. Col- 
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ver, Kent & Co., at $25,000 per mile. “The terms|*° 


of payment are said to be one half Company 
bonds, one quarter stock, and one quarter cash.— 
By the terms of contract the road is to be finished 
around the “ upper” and “lower” rapids by Sept. 
15, 1854; the remainder between Nauvoo and 
Rock Island in thirty three months from the date 
of contract. or, say, by Jan. 1,1857. 

Engineer, W. R. Kingsley, Esq. 

Consulling Engineer, T. 8. O'Sullivan, St. Louis. 

CHICAGO AND MILWAUKEE RAILROAD. 

This road extends 45 miles nearly north, from 
Chicago tc the Wisconsin State Line, where it is 
extended by the “Green Bay, Milwaukee and 
Chicago Railroad,” directly to Milwaukee and ul- 
timately to Green Bay. Distance from Chicago 
to Milwaukee 85 miles. This distance is expect- 
ed to be run over the “ Lake Shore” road, as the 
above is called, by Dec. 1. Messrs. Stone and 
Witt, of Cleveland, Ohio, are the contractors for 
the Illinois portion, and Messrs. Bishop & Co., of 
Bridgeport, Conn., for the Wisconsin portion. 


GENERAL RESULT. i 
We have thus given an imperfect notice of the 


roads wholly or principally lying in the State of 
Illinois. We have not alluded to the great eastern 
and south eastern connections of Chicago with the 
principal cities of the east and of the Ohio valley. 
She has already the Central and Southern Michi- 
gan roads ; the one rudning 278 miles to Detroit, 
the other 248 miles to Toledo; and both connect- 
ing with the entire railroad system of the Eastern 
and Middle States. The Fort Wayne and Chicago 
will by another year complete a direct route to 
Pittsburg and Philadelphia; and alink frd6m Lima 
Ohio, to Newark, on the Central Ohio road, will 
complete a direct line to Baltimore. 

The Cincinnati and Chicago road, 280 miles in 
length, is pushing forward, and will soon make the 
shortest route to the Ohio Valley aud the South 
Bast. 

The Joliet and La Porte connection will also be 
opened at an early day, for the accommagation of 
trade and travel going from Central Illinois direct- 
ly east. 

80, too, the lines reaching into Wisconsin, ‘but 
one of which we have noticed, form a most impor- 
tant part of the railroad connections of the Chicago 
system. 

Tilinois bas now about 1,200 miles of road in 
operation, and in two years from now will have 
2,200 additional miles , making 3,400 in all. Of 
the roads which we have named, at least 1,850 
miles are now in process of construction within the 
State ; not over 350 miles being un-commenced 
lines. 


By the first of January, 1857, the railroad in- 
vestments established in I}linois, will be fully 
$100,000,000, while the ultimate cost of the works 
we have noticed, when fully equipped and perfec- 
ted ‘will be considerably more. 





Cheap Ralirevad Construction. 

The Greenville and Columbia Railroad of South 
Carolina has @ length, including its branches, of 
164 miles. The road was opened to Greenville on 
Dec. 9th 1853. The entire cost of construction 
has been less than $2,000,000, or not $12,200 per 
mile. When contemplated outlays necessary to 
perfect the road, shall all have been made, the 
stock per mile will be but $8,000 and the bonded 
debt but $4,500, The economical constraction o 
Senthern roads can scarcely be realized by those 
accustomed to Northern lines involving from $40,- 


| The Victoria Bridge at Montreal, 

The works of this stupenduous undertaking be- 
ing-now in active progress, a short account of what 
has been not inappropriately designated the great- 
est work of modern times, cannot fail to be inter- 
esting to our readers. 

As is already well known, the commercial rea- 
son given for the construction of the Victoria 
Bridge, is the necessity for bringing in the exhaust- 
less products of Canada West, and of the Western 
States of the Union—such as Michigan, Illinois, 
Iowa, Wisconsin, Minnesota; &c.,—without break 
of gauge or of bulk, from the extreme Western 
point of British North American to the Atlantic 
seabord. The promoters of the undertaking al- 
lege that, by means of the bridge, they will be 
able to meet the requirements of this traffic more 
cheaply and expeditiously than by any other ex- 
isting route, whether of rail or of water; and they 
must be doubtless strong in the faith, as its cost is 
to be about seven million of dollars, or about one 
seventh of the total expenses of building the 1,112 
miles comprising the Grand Trunk Railway of 
Canada. 

The bridge is to be tubular, on the plan of the 
celebrated Britainia Bridge over the Menai Straits, 
in North Wales. It will consist of 25 spans or 
spaces for navigation between the twenty-four piers 
(exclusive of the two abutments) for the support 
of the tubes. The centre span will be 330 feet 
wide, and each of the other spans will be 242 feet 
wide.- The width of each of the piers next to the 
abutments will be fifteen feet, and the width of 
those approaching the two centre piers will be 
gradually increased, so that these two piers will 
each be 18 feet wide, or three fect more than those 
next the abutments. Each abutment is to be 242 
feet long and 90 feet wide, and from the north 
shore of the St. Lawrence to the north abutment 
there will be a solid stone embankment, (faced in 
rough masonry towards the current,) 1,200 feet in 
length. The stone embankment leading from the 
south shore of the river to the south abutment, 
will be 600 feet long. The length of the bridge, 
from abutment to abutment, will be 8,000 feet, and 
its total length from river bank to river bank will 
be 10,248 feet, or 176 feet less than two English 
miles. 

The clear distance between the ordinary sum- 
mer level of the St. Lawrence and the under sur. 
face of the centre tube is to be 60 feet, and the 
height diminishes towards either side, with a grade 
at the rate of 1 in 132 or 40 feet in the mile, so 
that at the outer or river edge of each abutment 
the height is 36 feet above the summer level. The 
summer depth of the water in the St. Lawrence 
varies from 14 feet about the centre to 4 feet to- 
wards the banks, and the cnrrent runs, at the site 
of the bridge, at a rate varying from seven to ten 
miles an hour. 

Each of the tubes will be 19 feet in height at the 
end, whence they will gradually increase to 22 feet 
6 inches in the centre. The width of each tube 
will be 15 feet, or 9 feet 6 inches wider than the 
rail track. The total weight of iron in the tubes 
will be 10,400 tons, and they will be bound and 
rivited together precisely in the same manner and 
with similar machinery, to that employed in the 
Britainia Bridge. The principal part of the stone 
used in the construction of the piers and abutments 
is a dense, blue lime stone found at Pointe Claire 
on the Ottowa river about 18 miles above Mon- 
treal, about 8 above the confluence of that river 
with the St, Lawrence. A large village has sud- 
denly sprung up at the place, for during the !ast 
twelve months, upwards of 500 quarrymen, stone 
masons, and laborers, have been employed there. 
Every contrivance that could be adopted to save 
manual labor, has also been applied, and its ex- 
tent will be judged from the fact that the machin- 
ery and at the Quarry and at the adjacent jetty 
has (including the cost of the jetty) involved an 
outlay of $150,000. Three powerful steain Tugs 
and 85 barges capable of carrying 200 tons of 
stone, have been specially built for the work, at a 
cost of about $120,000. These are used for the 





000 to $80,000 per mile. 


conveyance of the stone to the piers, and by the 





end of September next, a Railway on the perman- 
ent line of the Grand Trunk track, will be laid 
down from the quarry (close to which the perman- 
ent line will pass,) to the north shore of the St, 
Lawrence, so as to convey along it, the stone re- 
quired for the North embankment and for the nor- 
thern abutment. 

The piers close to the abutments will each con- 
tain about 6,000 tons of masonry. Scarcely a 
block used in the construction of the piers will be 
less than 7 tons weight, and many of them, especi- 
ally those exposed to the force of the current, and 
to the breaking up of ice in spring, will weigh ful- 
ly 10 tons each. As the construction of ‘ Pier 
No. 1” is already several feet above the bed of the 
river, the process of binding the blocks together 
can now be seen and appreciated. In addition to 
the abundant use of the best water cement, each 
stone is clamped to its neighbors in several places 
by iron rivets, and the interstices between the riv- 
ets and the blocks are filled up with molten lead. 
If the mighty St. Lawrence conquers these com- 
bined appliances, then indesd is there an end to 
all mechanical resistances. 

In consequences of the increased height and 
width of the piers converging towards the centre, 
the weight of stone in those that will bear the cen- 
tre tube will be about 8,000 tons each. The total 
amount of masonry in the piers will be 27,500,000 
cubic feet, which at 13 1-2 feet to the ton, gives a 
total weight of about 205,000 tons. 

Mr. Robert Stephenson and Mr. A. M. Ross 
are the engineers of the bridge, on behalf of the 
Grand Trunk Railway. The former gentleman 
visited Canada last year, and purposes returning 
again when the works have made further progress. 
The latter is permanently located in the Province, 
not only for the superintendence of the bridge, but 
also as Engineer in Chief of the Railway Compa- 
ny. 
The conctractors are Messrs. Peto, Brassey, 
Betts & Jackson, and their representative in Cana- 
da for the Victoria bridge, and for the Railway 
from Montreal to Kingston, a distance of 180 miles 
is Mr. James Hodges, a gentleman well known in 
connection with some of the most important en- 
gineering works in England. 

The coffer dams (entirely on a new {principle, 
invented by Mr. Hodges) for the northern abnt- 
ment and the three first adjacent piers, have been 
sometime successfully placed. The masonry in 
“Pier No. 1,” as has already been .stated, is sev- 
ral feet above the bed of the St. Lawrence. It is 
commenced in the next pier, and is ready for a 
beginning in the abutment. The whole of these 
will be raised ten fect above the water level of the 
St. Lawrence (which is 17 feet above the summer 
level,) before the ice sets in in December—when 
all masonry work will have to be suspended until 
the spring of 1855. 

Unless unforeseen circumstances should occur 
it is intended that the first train shail go through 
the Victoria Bridge in the summer of 1858.— 
State of Maine. 





Ohio and Pennsylvania Railroad. 
We publish entire the following statement ad- 
dressed by the President of the above company to 


Winslow, Lanier & Co. 
OFFICE OHIO AND PENNSYLVANIA RAILROAD CO, 
; Pittsburg, September 7, 1854. 

Genrs.—In reply to your inquiries, I beg leave 
to submit the subjoined statement : 

The Ohio and Pennsylvania Railroad, 187 miles 
in length, was completed and the Express Trains 
commenced rnnning on the 16th May, 1863. The 
road is of the most substantial character, with 
rails of the T-pattern, 60lbs. to the yard. one half 
of which is of American manufacture; is all bal- 
lasted with the exception of eight or ten miles, 
and I may say the whole road is in prime running 
order. 

From Pittsburg to Sewickley, twelve miles, the 
road has a double track, and at intervals of four 
or five miles over the evtire line long “ sidings.” 
The track is of the Ohio gauge, 4 feet 10 inches, 
connecting with the great system of roads in the 
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State of Ohio, over which the trains of all can pass 
without transhipment—as an illustration of which 
we have found at our terminus at Pittsburg at 
one time the cars of eleven different Ohio Rail- 
roads delivering or receiving merchandize and 
produce to and from the West, and at all times 
more or less are arriving and departing daily. 

The company own 41 locomotives and 537 cars 


’ of various kinds, of the estimated value of $750,- 


The road is a great trunk line, traversing a rich, 
populous, and highly cultivated region; the di- 
rect extension of the Central Pennsylvania Rail- 
road, and connecting most favorably with the 
roads to Cincinnati, Louisville and Lexington, Ky., 
with the Indianapolis and Terre Haute lines to St. 
Louis, and with the Ohio and Indiana Railroad to 
Fort Wayne, which will be completed to the latter 
place in the course of a month, and in rapid pro- 
gress thence to Chicago; and when this is done, it 
cannot fail to become the leading thoroughfare 
between those growing cities of the West and New 
York and Philadelphia—furnishing us with a route 
nearly 100 miles in actual distance shorter than 
by the way of the lakes. The Ohio and Pennsyl- 
vania connects also with the roads to Chicago, To- 
ledo, Detroit, Cleveland and Sandusky, with fa- 
vorable running arrangements with each of them ; 
and it is confidently believed, when the direct line 
by the way of Fort Wayne to Chicago is eomplet- 
ed, that it will add from 33 to 50 per cent. 
to the income of our road. 

The following summary exhibits the cost of the 
Ohio and Pennsylvania Railroad to this date : 
Capital stock paid.............. ..$2,224,100 00 


Mortgage Bonds.... .... .... sees 1,750,000 00 
TnCOMO 2.0. .00e sec cece ce cece ces 1,675,000 00 
Floating debt after deducting avail- 
BOIS WORM 6 06's iv ose sin di Se csi GU 181,040 76 
$5,830,140 76 
The company own the 
following assets, 
which will prove avail- 


able in a short time: 
Mortgage bonds, Ohio, 
and Indiana Railroad,$300,000 00 








Stock.....ditto........ 100,000 00 
Stock, Springfield Rail- 
Seen 62,500 00 
—— $462,500 00 
Reducin the actual cost iiss 
re re $5,368,640 76 


The Income debt was about $95,000 greater, 
but that amount of bonds have recently been sur- 
rendered and converted into the stock of the com- 
pany; and it is supposed the progress of conver- 
sion will be anticipated, and a mich larger amount 
retired and converted into stock, during the ensu- 
ing year. 

It is the determination of the Directors to make 
no further issue of Income Bonds, .until it shall be- 
come nccessary to extend a double track over a 
part or the whole road, and which is not anticipat- 
ed for some two or three years. 

It is our purpose also to enter into no new obli- 
gations, either for construction or any other ac- 
count, further than may be absolutely necessary 
to keep the line in good order, and provide for 
the rapidly increasing business of the road. 

The receipts of the road have largely exceeded 
the calculations of its friends, as you will perceive 
from the following results: 


For 1852 the receipts were......... $315,118 53 
* 1853 " sececeee. 668,004 49 
Increase $352,885 96 


From the Ist January to 1 Septem- 
ber ofthe present year, (8 months, ) 


the receipts were .... .... ...... .. $631,473 33 
Corresponding months last year..... 364,848 86 


Increase 73 per cent............ $266,624 47 
Eor August, 1854.... ......... «++. .$110,238 38 
Hho.G 1858... cece cece cccs ss 66,088 88 


“Increase 65 per cent...., «s+... $48,810 10 


Solomon W. Roberts, Esq., our Superintendent 
and Chief Engineer, estimated the receipts of 1854 
at $900,000 ; they wil) reach, if not exceed, $1,- 
000,000, or upwards of $5,000 per mile perannum 
on the entire length of the road, giving 9 per cent. 
on a cost of $6,000,000. ; 

Since the through opening of the Road, some 
sixteen months, there has been declared and paid 
three semi-annual dividends; the first in July, 
1853, of 34 per cent., and in January and in July, 
1854, 4 per cent. each. 

The period has now arrived in the affairs of this 
company, when it will doubtless be looked for, on 
the part of those interested in its stock and securi- 
ties, that some efficient measures should be adopt- 
ed for a gradual reduction of its indebtedness, and 
final liquidation of its Income Bonds. To this end 
the following plan has been suggested as practica- 
ble, in view of late results in the receipts of the 
road, which the Board of Directors will promptly 
carry out, it having met the approval of your re- 
flection and judgement, to wit: 

The creation of a “Sinking Fund” for the liqui- 
dation of the Income Bonds, by setting aside the 
sum of twenty-five thousand dollars per annum 
out of the net earnings of the company, payable in 
sums of $6,250 quarterly, commencing in January 
next. These payments will be regularly made to 
you, as our agents, to invest the same in the In- 
come Bonds of the Ohio and Pennsylvania Rail- 
road company—said bonds as purchased to be 
cancelled. 

It is believed that this sum of $25,000 per an- 
num thus applied, together with the probable sur- 
render of bonds for conversion into the stock of 
the company, will entirely liquidate the issue of 
Income Bonds. But ifitis found at the end of two 
years from the first day of January, 1855, that the 
bonds are not thus being surrendered in sufficient 
amount, with the before-mentioned payments of 
$25,000 per annum, to produce this result, then the 
Board of Directors will make provision for a suffi- 
cient increase of that amount to meet the case, so 
that the Income Bonds will be provided for by or 
before their maturity. . 

Respectfully Yours, &c.. 
W. ROBINSON, Jr., President. 

Messrs. Winslow, Lanier & Co, 





Public Works of Virginia. 
Appointments of State Proxies and Directors. 
The following appointments of State proxies 

and directors, were made by the Board of Public 
Works at their recent meeting, that being the time 
for making the annual appointments : 

Alexandria, Loudoun and Hampshire Railroad 
Company.—John Bruce, John W. Luke and George 
H. Smoot, proxies. John Powell, Jno. F. Dyer 
and Jno. Janney, directors. 

Fredericksburg and Gordonsville Railroad Com- 
pany.—Johr Seddon, Dr. J. R. Taylor and 8. G. 
Daniel, proxies. QO. M. Crutchfield, John Lee and 
A. K. Philips, directors. 

Manassa Gap Railroad Company.—Hiram Martz, 
Philip Pitman, George W. Brent, proxies. Charles 
H. Hunton, Wm. H. Irwin and Andrew Pitman, 
directors. 

Norfolk and Petersburg Railroad Company. | 
Chas. H. Shield, Thomas H. Daniel and Jas. H. 
Johnson, proxies. A. F. Leonard, Josiah Wills 
and Walter H. Taylor, directors. 

Orange and Alexandria Railroad Company.— 
Nathaniel J. Welch, B. H. Berry and Henry 
Shackelford, proxies. Inman Horner, Siles Burke 
and John Willis, directors. 

Richmond, Fredericksburg and Potomac Rail- 
road Company.—Wm. W. Crump, proxy. Jno. 8. 
Caskie, director. 

Richmond and Petersburg Railroad Company. 
—Wm. F. Watson, proxy. Francis E. Rives, 
Chas. Ellis and Roscoe B. Heath, directors. 

Richmond and Danville Railroad Company.— 
B. F. Garrott, Wm. M. Tredway and T. W. Mc- 
Canee, proxies. J. B. Stovall, B. M. Jones and 
Lewis E. Harvie, directors. 

Richmond and \ork River Railroad Company. 























—Beverly B, Douglass, Samuel F. Harwood and 


Lemael J. Bowden, proxies. Wm. B. Taliaferro, 
H. B. Tomlin and Reger A. Pryor, directors. 

Roanoke Valley Railroad Company.—Tucker 
Carrington, proxy. - Henry Wood, Jas. E. Has- 
kins:and Robert C. Nelson, directors. 

South Side Railroad Company.—Thos. Wallace, 
E. G. Booth and Henry F. Bocock; proxies.— 
James Alfred Jones, John 8. Sturdivant, John 8. 
Thornton, directors. 

Virginia Central Railroad Company.—John Har- 
man, Wm. F. Gordon and John Echols, proxies.— 
Wm. Overton, 8. Carpenter and Samuel B. Brown, 
directors. 

Virginia and Tennessee Railroad Company.— 
Chas. L. Crockett, John M. Preston and Benjamin 
Wilkes, proxies. Thomas L. Preston, W. T. An- 
derson and Wm. A. Read, directors. 

Winchester and Potomac Railroad Company.— 
Dr. Robert T. Baldwin, John R. Tucker and 
George B. Beall, proxies. Jas. P. Riely, Jas. M. 
Mason, and Andrew S. Hunter, directors. 

Dismal Swamp Canal Company.—C. W. New- 
ton, Tazewell Taylor and Simeon Wheeler, proxies. 





Memphis, Clarksville, and Louisville Raitl- 
road. 

The above road is the Kentucky extension of 
the Memphis and Ohio railroad; extending the 
latter from the Tennessee river, across the Cum- 
berland river, and through Clarksville, to the Ken- 
tucky State line, in the direction of Bowling Green. 
Its length, by the line of survey lately adopted is 
55 miles. This line is therefore a link in the lines 
between Memphis and Louisville and between 
Memphis and Cincinnati, and the upper valley of 
the Ohio. Being extended by a Kentucky road 
it connectswith the Louisville and Nashville road at 
Bowling Green, and from the latter road will ex- 
tend to Danville, Lexington and Cincinnati. 

The plan of this road was first proposed in 





Clarksville, and a Company was organized at that 
place to undertake its construction. It was ex- 
pected that Memphis people would unite to com- 
plete a connection between Memphis and. Louis- 
ville. No action has however been made in 
Memphis for securing this purpose in the man- 
ner stated. It is probable that the direct line 
will be constructed from Paris across the State 
line and through Hopkinsville, to Louisville, in 
which case Memphis will be placed on the most 
direct route to Louisville, Cincinnati and the east, 

The resources of the Clarksville road as now 
stated are— 


Endividual stock .....c.s« be Su LIQee $250,000 
Montgomery county bords............. 250,000 
City bonds of Clarksville.............. 100,000 
State aid of $10,000 per mile..... ....., 550,000 
State aid $100,000 per Bridge...... .... 000 


* $1,350,000 

The estimated cost of the work is $1,650,000, 
exclusive of $85,000 for the construction of Cum- 
berland river bridge, making the total cost $1,736- 
600. 

At the present time nothing has been done upon * 
the work beyond the prosecution of diligent sur- 
veys, resulting in the route now adopted. The re- 
port of the Engineer, E. Peabody, Esq., shows the 
line to have maximum grades of 53 feet per mile, 
which cannot be considered incompatible with 
speed and economy of operation. 

The crossing of the Tennessee river, not includ- 
ed as the engineer says in the cost of this road, is 
estimated to cost $165,000. It will be seen how- 
ever that the company report $200,000 as the 
amount to which they will be entitled from the 
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rivers. If the company undertake these works 
the cost of their road, will be carried, by their 
own estimates, to $1,900,000. 








American Railroad Journal. 
Saturday, September 23, 1854. 











Share and Money Market, 
Stock market has shown considerable fluctua- 
tion during the past week but without any general 
improvement. There has, however, been a con- 
siderable advance in Bends, which remains un- 
checked. The following table will show the vari- 
ations of the market for four weeks past. 


x oo Ne) S 
os a 
an on ees 
nm mn m2 mM 
U. 8.§6 per cent. 

1867-8 . .1164g 1163Z «117 117 
Panama R. R. “shares 85 88 88 89 
N.Y. & Erie R:R.shs. 323f 3834 = 44 4516 
N.Y. Centr. R.R. shs. 86 89 92 92 
Mich Cent. R.R.shs. 8244 &6 90 90 
Do. South. R.R. shs. 90 8945 93 93 
Nor, & Wor. do. do.. 43 44 46 47 
Hudson River R. R. 

"oo apSepeAyegn 45 43 4416 
Reading R. R. shs.. 6734 69 70 7445 
Long Island R.R.shs. 2245 30% = 25 ee 
Illinois Cen. R.R.shs. 98 100 100% 100 
Illinois Cent. bords. 64 7038 137 74% 
N.Y.Cen.R.R. bonds. 8534 86 8746 ge 
Erie R. R. 7’s, 1859. 93 92 93° 9316 
Erie Income bonds. 70 72 77 85 
Erie Convert’s.1871. 58 63 72 73 
Panama R.R. bonds, 87 87 90 90 
Penn’a Coal Co..... 93 96 98 98 
Del, & Huds.Can.do.110 111 11246 112 
Cumberl’d CoalCo.. 27144 311g 32 314 
Hudson River R. R.., 

let. Mortgage. .... 90 102 101 102 
N.York & Harlem.. 30 3146 =333q = 84g 


Although an adyauce has not yet taken place 
at all corresponding to the recent decline, yet con- 
fidence is being restored. Our people find they 
were more frightened than hurt, while purchases 
from abroad are being made in considerable 
amounts, attracted by the low prices. Our home 
markets are thus being steadily relieved of a part 
of their load, the effect of which will soon appear 
in a general upward movement. 

The returns of railroad companies continue to 
show a satisfactory result. 

We give additional earnings of railroads for Au- 
gust as far as they have come to hand, 

Michigan Central R. R. 


he a EERE $87,981 
PORE cn sine sixxne ess waxereesons 62,328 
$150,309 


Receipts for August 1853. ... $144,712. 
Cleveland and Pittsburgh R. R. 


AMOR, DROS 0... :0000:007 0 0ns0neesies $37,241 26 
ANE TSO ees oe ethos c 020 ons oo 38,543 00 
PROTOROG: 6k n ied. B08 Oe o's cine BOL $692 66 
Baltimore and Ohio R. R. 
Main Stem. Wash. Br. Totals. 


For pass’ gers. $48,206 02 $24,049 10 $72,255 12 
For freight...246,92976 7,95073 254,880 49 


$295,135 78 $31,999 88 $317,185 61 





Total... 


As compared with August, 1853, these receipts 
show an increase of $78,124 39 on the Main Stem, 
and $2,803 06 on the Washington Branch—making 
a total of $80,927 45. 





Ealiway Share List, 
Compiled from the latest returns—corrected every Wednesday—on a par valuation of $100. 
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g 34 | BS eb |3 8 
: a) EB |" @ g's sia 
g| 3 sa |} hs £5 |S | a 
NAME OF COMPANY. = Be 2 3 | ae. Fe |e 
S a Se latd | Se |sie 
| & 2 22 | $&%| 34 |B\2 
=| Ss A a o Z A | a 
Atlantic and St, Lawrence. .. Maine.|150} 1,538,100) 2,973,700} 5,973,700! 254,743) 113,520\none| 86 
Androscoggin and Kennebec... “ | 55 824,863} 1,048,540) 2,086,140) 177,008} 80,053 none; 32 
Kennebec and Portland... .... «| 72) 1,073,673) 1,489,694) 2,620,981) 168,114) 100,552\none, 42 
Port., Saco and Portsmouth.. “ | 51) 1,355,500) 123,884) 1,459,884) 208,669)........ 6 
York and Cumberland,.... .. “| 20) 285,747) 841,100) 713,605} 28,946) 11,256,none} 24 
Boston, Concord and Montreal. N. H.| 93) 1,649,278} 622,200] 2,540,217| 150,538) 79,659/none) 17 
GORGE, 2006 :cnae vay ove ersny “| 85) 1,485,000, none. | 1,485,000] 305,805) 141,836, 8 {1054 
RSID acd icssaceesy-vesi es « | 54) 2,078,625, 720,900] 3,002,094] 287,768} 55,266, 5 | 85 
TREEROTR, 9 che cieaw.cown.00d4 se | 82) 3,016,634).... ...../eee.- & 328,782) 163,075, 5 | 42 
Manchester and Lawrence.... “ | 24) 717,543) .... ccc c|eeeee cece [sees cece [sees ones 6 | 70 
Nashua and Lowell.......... “ | 15] 600,000) none 651,214] 182,545} 61,513) 8 1044 
Portsmouth and Concord.. OBE ie dee waited 06a ous 1,400,000} .... 2... |..5. eee none) - - 
Sullivan.. : ABBR we-20 esto sdyenuet 678,500) .... 0... Jeeee woes inone| 10 
Connecticut and Passumpsic. . Vt. | 61) 1,097,600, 550,000) 1,745,616|.... ....}........ none! 20 
BE 0 b.nsh cabo: sardinyys ve “1120 2,486,000 2,429 100| 5,577,467| 495,397) 266,539none, 9 
Vermont Central............ “ [117] 8,500,000, 8,500,000|12,000,000].... 2... |... .+. loess] 4t 
Vermont and Canada.... ..... “ | 47) 1,500,000)......... 1,500,000|Leased to|the Vt. Cent. | 78 
Western Vermont........... “ | 61) 392,000} 700,000)......... Recently jopened. none| +++ 
Vermont Valley ............ “5-4 ans tein « dale) s > alkdive db oN Sacu foci bbectedes bed. “\none| +++. 
Boston and Lowell... ...... Mass.| 28] 1,830,000} 206,190] 2,044,536] 434,599] 114,098 6 | 814 
Boston and Maine........... “| 83] 4,076,974] 150,000} 4,111,345) 803,024] 418,358) 8 2004 
Boston and Providence...... «| 55) 3,160,000) 402,326) 3,579,041} 509,326) 226,639) 64 | “4 
Boston and Worcester....... “ | 69] 4,600,000] 590,541) 4,850,754] 887,219| 413,289, 7 | 954 
Cape Cod branch........... “ | 29] 421,950} 180,000} 633,906] 68,942} 26,412) 5 | 40 
Connecticut River........... “ | 62) 1,591,110; 286,868) 1,802,244) 258,220) 102,098, 4 | 52 
RTDs bp osikbe swansnnte sr « “ | 68} 2,850,000) 1,192,975] 3,120,891] 620,810] 810,875] 6 | 614 
Fall River... 2.0. see0 sees oS hee 1,050,000 6,208] 1,050,000} 294,183) 126,589) 8 | 98 
Fitchburg ......005 sse0 sees. “| 67| 3,540,000] 191,500} 3,716,870| 626,659| 214,633, 6 | 873 
New Bedford and Taunton...“ | 20| 500,000! none. 629,964] 188,442} 46,839, 7 {11% 
Boston and New York Central “ | 74/ 1,159,228} 953,870) 2,221,068] 90,315] 35 ,214jnone} ° 50 
ON Coley ss ejanea od od ween “| 45) 1,964,070} 295,038) 2,293,534| 374,897] 122,866 none 99 
Taunton Branch..........-. “| 11; 250,000) none. 807,136] 159,738) 21,490, 8 
Vermont and Massachusetts... “ | 77| 2,283,989) 1,139,615) 3,207,818} 244,323 13,144 none i, 
Worcester and Nashua....... “ | 46] 1,140,000] 194,445] 1,842,593] 182,398} 81,807} 5 | 524 
MOONE vino bis « sin's «bolus Mal Ue “ 1155] 5,150,000, 5,319,520| 9,953,258]1,525,224| 746,736 7 | 988 
Beeman . oo. sce inciesindves B. 2G .ccecdi. 467,700|..... 4... 240,572) 110,892)....| 65 
Providence and Worcester...“ | 40) 1,457,500, 300,000} 1,791,999} 291,417) 120,892) 6 | 80 
Opal, .... sahariqnnus.32 se - Conn.| 45] '922'500| 500,000] 1,400,000]... .... |e... «++. 4 | 65 
Hartford and New Haven.. “| 72] 2,350,000 800,000] 3,150,000} 689,529| 294,26910 119 
Housatonic. .... .... 2+... SAD septs ocnbhe | ees e-ewer 2,500,000} 329,041; 168,902)/none|.--- 
Hartford, Prov. and Fishkill.. “ Oil. peanibicinecickc dake In progres} 69,629)........ none 
New London, Wil. and Palmer “ | 66| 558,861; 800,000] 1,511,111] 114,410)........|. aie 
New York and New Haven... “ | 61) 3,000,000} 1,641,000) 4,978,487| 806,713] 428,173) 7 
NIDRBAIOK 200 oonr 4006 nace © | 62) 926,000] 440,000]... . 2... [e00e coeeleces voce 8 |---- 
New London and New Haven. “ | 55) 750,500} 650,000) 1,380,610 Recently opened. |none| 40 
Norwich and Worcester.. .... “| 64] 2,121,110) 701, 600 2,596,488] 267,561) 116,965, 4 | 45 
Buffalo and New York City.. N.Y.) 91) 900,000) 1 550,000 2,550,500 Recently opened, jnone}.-.-- 
Buffalo, Corning and N. York. “ [132) ........]......00. In progres} .... see leeee cece none}... 
Buffalo and State Line....... “| 69} 879,636} 872,000} 1,921,270/Recently jopened. | ....|130 
Canandaigua and Niagara F.. “ | 50) ......../..... 000. In progres] .... ..0.|seee cove] eeee 
Canandaigua and Elmira..... “ | 47| | 425,509} 582,400) 987,627) 76,760; 39,360\none}... 
Cayuga and Susquehanna.... “ | 35) 687,000) 400 000 1,070,786) 74,241) 23,496/none}.... 
Erie, (New York and Erie)...“ |464]10,000,000|24,003,865/33,070,863)4,318,962)1,800,181| 7 | 36 
Hudson River........ .....- “ 144] 3,740,515] 7,046,395|10,527,654)1,063,659| 338,783)none| 42 
Harlem ... “ 1130] 4,725,250] 977,463] 6,102,935] 681,445) 324,494, 4 | 31 
Long Ri “ | 95) 1,875,148) 516,246) 2,446,891) 205,068} 44,070|/none| 22} 
New York Central ......... “1504/25 085,600) 10,773,823/83,859,423).... 6... )..0- eee .-.| 893 
Ogdensburgh (Northern)..... 1118} 1,579,969} 2,969.760| 5,183.8384) 480,137) 195,847)....) 11 
Oswego and Syracuse....,... “ | 35) 350,000} 296,000} €28,598} 92,353; 46,072)....|..-. 
Plattsburg and Montreal.... ‘ | 23) 174,042) 181 ‘oud 34° 775|Recently jopened. |none}.... 
Rensselaer and Saratoga.... “ | 25) 610,000 25,00 774,49) 213,078) 96,787)....|..-- 
Rutland and Washington..... “* | 60) 850,000} 400,000| 1,250,000/Recently jopened. |....|.... 
Saratoga and Washington.... “ | 41) 899,800) _ 940,000) 1,832,945) 173,545) 185,017/none/ 30 
Troy and Rutland........... “ | 32) 287,690; 100,000} 329,577/Recently jopened. |....| 33 
Troy and Boston............ “ | 39) 480,936, 700,000} 1,043,357/Recently jopened. |none}.... 
Watertown and Rome...... * | 96] 1,011,940; 650,000) 1, 693 711 225,152) 116,706) 8 | 92 
Camden and Amboy, be ke. nein N. J. | 65) 1,500,000}......... 4, ‘327, 49e|1 388,385) 478,413.10 (148 
Morris and Essex.. -.. “ | 45) 1,022,420) 128,000 1,220,325 149,941} 79,252) 7 |... 
New Jersey.. soseese “ | 81) 2,197,840, 476,000) 3,245,720) 603,942) 316,259)10 /131 
New Jersey Central......... | 68] 1,679,985) 1,500,000) 3,195,222) 365,833) 179,210} 7 | 95 
Cumberland Valley.......... Penn.| 56| 1,184,500} 18,000) 1,265,143] 118,617] 76,890| 5 |.... 
Erie and North East......... e120... GOOQOG) . is. aaceie's 750,000/Recently opened. |..., |125 
Harrisburgl and Lancaster... ‘“ | 36) 830,100) 713,227| 1,702,523) 265,327) 106,320) 8 | 55 
einiedelenie and vipa . © | 95) 6,656,882) 10,427,800|17,141,987|2,480,626/1,251,987) 7 | 68 
Philad., Wilmington and Balt. 98! 5,000, 2,899,166) 8,067,285] 868,038’ 641,7691 5 | 69 












ET TS 





PEI ce: Ai dee Oe 


oa Miah SELES. 
































wren slg 





<< PASI as 


ode a em SE 











— 





eel 





SAR 








- Railway Share List, 


Compiles fre om tie latest returns—correcled every Wednesday—on a par valuation of $100. 
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NAME OF COMPANY. Bye is 27 |e.) £8 /Bls 
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S| z 34 |/286| 38 |Ele 
= s) ry o A a\k 
Pennsylvania Central........ Penn.|250| 9,768,155} 5,000,000\13,600,000/1,943,827| 617,625)....| 85 
Philadelphia and Trenton.... “ | 80] coc. seeefeoee cove s|scees coce feces coee|ecee sees loons ans 
Pennsylvania Coal Co....... “| AT) sone ene le cece cece leeees cone [tees sere| snes ease loses 97 
Baltimore and Ohio.... .... . Md. |381 13,118,902 5 ,677 ,103|22,254 338|2,088,420| 798,193) 7 | 49% 
Washington branch.......... ‘« | 38) 1,650,000). ........ 1,650,000} 348,622 216,287 8 d 
Baltimore and Susquehanna... ‘ | 57). cece ween |s cove coeelecees voce 413,673, 152,536)....| .. 
Alexandria and Orange.... .-. Va. | GB); ccecncele doce cance Im prog. |.cee cool eens cece lence l eres 
Manassas Gap.... 6... eeee ee $6 | Da) ccwwrecics |e voce cece In prog. |.ee- eeeelecee oe se lesee lessee 
Petersburgh. . weeeeeeee “ | 64) 769,000] 173,867] 1,163,928] 227,593} 72,370| 7 | 77 
Richmond. and Danville ..... “ | 73| 1,872,324) 200,000 In} PTOG. | .ose cecal oose eves loves 70 
Richmond and Petersburgh.. “ | 22) 685,000). ........ 1,100,000; 122,861) 74, 113 none 40 
Rich., Fred. and Potomac.... “| 76| 1 ,000 000 503,006; 1,531,238) 254,376, 113 256) 7 100 
South, Bide... ices cvvd.s ree « | 62 1,357 778 640,000| 2,106,467) 62,762)........ . aes kepse 
Virginia Central........ ..-- ff ie i ‘678, ,684| 469,150} 2,392,215; 210,052) 99,077) 10 | 50 
Virginia and Tennessce.... .. $6 os bixd 2,650,091 707 958} 3,545,256) 109,268 42,736) none} 98 
Winchester and Potomac..... pee) 32 180,000} 120,000) 416,532) 89,776)........ (12 . 
Wilmington and Raleigh.... . N .C.,161) 1,838,878) 1,134,698) 2,965,574 510,038 153,898) 6 ’ 
Charlotte and South Carolina. S. C.)110) 2... c.e | eens cece el eeee scone [eens tone | tees cece leone 
Greenville and Columbia. . * 140) 1,004,231; 500,000)In prog. |.... ..-.| +--+ +++ | coesleeee 
South Carolina..... “ |242) 3,858,840} 3,000,000} 7,002,396|1,000,717| 609,711, 7 |125 
Wilmington and Manchester... |ssah ces. cece [ecee eve. In prog. Ud Sse foeee Seen jewenipoese 
Georgia Central.... .... 2... Ga, |191) 3,500,000) 418,187) 3,465 1879] 986,074) 535,608) 8 (116 
Georgia ana eseseese “ {211} 4,000,000 1,214 a dain | 934,424) 456,468; 74¢|.... 
Macon and Western... .....  /101) 1 013 088 163,000} 1,277,834) 278,739| 149,960) 9 {101 
MEUBCOBOG 5... wea Sees ocee at TET Scee scoubdses taea In prog. 59,590, 21,781)....)/.... 
South Western.............. « | 50} 686,887} 150,000) 743,525) 129,395) 71,535) 8 
Alabama and Tennessee River Ala. | 55) .... 6...) eee. wees Im prog. jecce ccoe| eves cece ian 
Memphis and Charleston..... “| 98) 776,259} 400,000)In prog. [..+. weeej sees cere |eeee|eeee 
Mobile and Ohio............ «| 83) ~=879,868)..... «+. In prog. [sees eeeeleeee eoeels ore 
Montgomery and West Point. “ | oy le | Ar 1,330,960) 173,542) 76,079) 8 
Southern.. Wee's 4 Bi OO sks SQ Sac E ee dete fouee cece sess woes re t 
East Tennessee and Georgi ia..Tenn.| 80} 835,000) 541,000|In prog. |.... ....|.--+ eee jesse les Se 
Nashville and Chattanooga. € /125) 2,093,814) 850,000)In prog. | .... «e+. eeee eee | red rte 
Covington and Lexington. . Ky. | 73) 1,480,150; 900,000)In prog. |.... ..-.| eens cone lees 63 
Frankfort and Lexington are? m | ys i. aie 584,902) 87,421 44,250|....| 80 
Lewisville and Frankfort... fF OR SoS Seo Pens ccccoleeds ccogeleces vensleces cous [ese cceleces 
Maysville and Lexiington..... * \. WB shin acapella ade Bi prog. fii ds 60. fuse. eke fede 45 
Cleveland and Pitisburgh.... Ohio.\100; 1,979,100) 1,142,200) 3,279,908) 432,682) 267 oma be 10 {| 59 
Cleveland and Toledo... .... $¢ 1147} 2,000,000) 1,600,000) ..< 2. co.cc fopcciecect ens daces 714 
Cleveland, and Erie......... yn SEER Cr re ars ne ee uae 
Cleveland and Columbus... * 1185} 3,027,000 408,200 3,655,000! 777,793) 483,454.12 100 
Columbus, Piqua and Indiana. “ | 46) .....c..[eecee cece 2,000,000)... 2. ee] eee sees a He 
Columbus and Lake Erie..... $6 Glow chcadl ce Be ladiced cee MSS BLES Biv ev Codes levsvtie us 
Cincinnati., Ham. and Dayton “ | 60} 2,100,000} 500,000) 2,659,653) 321,793) 200,967)|....).... 
Cincinnati and Marictta...... * 1.40] ccc cmcctelsiece ence eg er PR --| 62 
Dayton and Western.... ..... « 1°40 310,000} 550,000} 925,000 Recently jopened <oh ae 
Dayton and Michigan........  “ opie, AS eee. In prog. ARR Aa i, 2 wlteee 
Eaton and Hamilton......... # | BG cin ci*eceilh cee cccefdiidd weveu | even dechpobes wei Fe ---| 56 
Greenville and Miami........  “ BLL, 00:4 lowwads oaloards auibdewectbh aia |ecee vove| cece emeele wes leeob 
HilSDOrO 2.0.0.0 000 eves pees ce v rat ALL wee seteente Metpakes Im prog. [ee+s eeeel eee eee jesse loess 
Little Miami....... Wess, TG | 84) 2,668,402) 482,000) 3,169,733) 667,559) 352,133) 10 
Mansfield and § Sandusky Sacer “}...] 900,000} 1,000,000) 1 855 000) desa.tous | stsqnapatasde ll Qaes 
Mad River and Lake Erie... “ 167 ett | 1, 767; 000 4, 110, 148) 540,518} 113,401 77 
Ohio Central . wee | BT) cece wane |e awine cone In PTOG. [eee ceee|eeee cone loose 79 
Ohio and Mississippi. eliainta cid rr sot] sete seals oes vane be Ren direc embed ems idood . 
Ohio and Pennsylvania.... ..  |187| 1,750,700) 2,450,000|......... Recently|opened celeses 
Ohio and Indiana... . Hf |ece] cece geeclewers cece In prog. | ..-. eoee[oces once Py et 
Scioto and Hocking Valle: y.. “| 44) 750,000) 300,000 s ‘Recentlyjopened. |....|..- 
Columbus and Xenia........ “| 54 91,700 26,000) 1,310,062; 314,434) 168,612) 10 |... 
Evansville and Ilinois....... Ind. | 81) 1... .cee|. coos eoee In prog. 237,506) ......-.). geeife cine 
Indiana Central ............ oT cal ctnene,.} gear e@heens % LebpeaceeLeqds Sengtlan oe Pee 
Indiana Northern........... WS JPRGAL wees linen labman, gums . | FCN SA » cauloane 
Indianapolis and Bellefontaine “ | 83) ........]..... .20- = (Recently opened. |....| 90 
Indianopolis and Cincinnati.. “ | 90} 1,128,486 ‘Y 289,000) 1,869, 932 Recentlyjopened. |....|---- 
Lafayette and Indianapolis... “ | 62) .... cece} eens scene leeee eee lesus aside opened, |..4.|---. 
Madison, Indianapolis & Peru “ (159) 2,647,700) 1,241,300) 2,409 000) 516,414). 268,075) 10 |... 
Terre Haute and Indianapolis “ | 72) 632,387} 663,100 1,35 4.019} 105,944) 71,446) 4 
Rock Island and Chicago..... TM. |...| 2... eee] eeee e ween eas easti es: Genel cece case [coc loses 
Chicago and Mississippi..... . * 185} 2,400,000} 4,000,000) 4,600,000)... ....).... 0... /.- Bh ore 
{linois Central... .... s+. éndtestog. lasso 6st sain diest, PiSU. Me 0d boaspbiunhe usb oocht Sisheds. 
Galena and Chicago......... ‘O44 ag 500,000\In prog. 473,548| 286,152)....)}...- 
Michigan Sataste and Ind. N.Mich.'315}.... 2... 3,741 564 7,276, 616) 1,200,922) 586,929) 17 | 90 
“ichigan Central... ccc es *) (26D. oe. 3) 977 368 8 618 "505, 1, "145, 598} 582,816) 8 | 85 
SOMO 5. sede ieee sabe cones MO be eer non In progres Heconty opened, |....|++. 











The following statement will show how the te. 
ceipts of the Main Stem for eight months this year 
compare with those of the previous : 











Main Stem Main Stem 

1854. 1853; - | 
January........ ge 277 10 $101,819 49 
February ..... 279 856 87 99,017 27 
Mares. iiet.. 356,880 45 216,257 87 
April........... 351,879 81 200,219 59 
May. .... ..0..+- 366,974 88 204,910 01 
June............ 316,802 34 189,967 51 
TONY. 2... 22. cece 240,24 10 164,140 42 
Fi ght Pere ee 296,139 75 217,015 86 

Total .... $2,491,521 31 $1,393,407 02°. 


Deduct.... 1,393,407 02 





Increase. . $1,098,114 29 





New York and New Haven Railroad. 

Nearly three months have elapsed since. the 
over-issues in this company were discovered, Yet 
from the first the directors have been as dumb as 
an oyster. Not one word of explanation of the 
fraud, or in vindication of themselves has been 
uttered. The affair still remains a sealed book; 
and more than this, we have been informed that 
another month is to elapse before any communica- 
tion from the directors is to be expected. In the 
mean time not a finger has been raised to arrest 
Mr. Schuyler, nor is there any evidence that. any 
effort has been made to obtain pecuniary satis- 
faction in compensation, though we presume he is, 
and always has been in the city. : 

Now as bad as the fraud was, we think the con- 
duct of the directors since its discovering has 
been as inexplicable and calculated to do quite 
as much injury to the credit of eur railroads, as 
the fraud itself. The natural inference from the 
prolonged silence and inaction of the directors, is 
a complicity with it. But as we cannot accept 
such an explanation, we attribute their inaction 
to incompetence, and to a lack of a perception of 
what is proper to be done under the circumstances. 
Men who witnessed and sanctioned Schuyler’s 
legal peculations for so long a time must be want- 
ing in any important moral element. Till his re- 
cent frauds were exposed he was the God of their 
idolatry. It is not strange that such men should 
not know what to do under the circumstances in 
which they are placed. 
How does the prompt action of the Harlem 
Company contrast with the silence of the New 
Haven. The directors of the former met the cri- 
sis at once, made a clean breast of it, vindicated 
their own integrity by the prosecution of the of- 
fender, and took such action as left themselves 
and the Company and the general credit of the 
country, without stain. Why have not the New 
Haven Company imitated the example of the for- 
mer? [Is there something in their case which 
they are afraid to make known? But is anything 
to be gained by delay, by which the wrong that 
has been done will be doubled by the suspicion 
and distrust which will be created ? 

We hope the meeting of the stockholders called 


- |for Thursday evening will take promj-t action in 


the premises. We think its first step should be 
to call for a report from the directors and tte se- 
cond to call upon them to resign. They have 
been connected with the road a sufficient length 
of time to witness the ruin of one of the best pro- 
jects in the country, and we think they have fairly 
earned the privilege of retiring into private life. 
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Will our Railroads ever be out of Debt t 

If as correct a sentiment existed upon the sub- 
ject of railroads as upon mercantile philosophy, 
brokers and speculators would lose their most 
fruitful field of operations, If the real strength 
and responsibilities of railroad enterprises were 
clearly understood there would be comparatively 
as little barter in their stocks as in the -shares of 
mercantile copartnerships. A company of indi- 
viduals, each having a large relative interest in a 
common property, of whose value a well grounded 
confidenée could be established, would be as lit- 
tle anxious to appear in the “ market,” as Smith, 
Jones & Co., Iron dealers ; or Butcher and Salter, 
Provision merchants. 

Yet no people appear to have more faith in 
railroads than our own, while at the same time 
none could well have a more unsettled estimation 
of their valwe. Where other people build their 
railroads for the accommodation of existing busi- 
ness, we build ours often to create the means of 
their support. Swch is our faith in their useful- 
ness. Our rvads in operation,—our people will 
give a premium on astock which will pay a hand- 
some dividend, regardless of its liabilities. But 
if, on the maturity of an obligation, and after all 
cash means have been exhausted by dividend 
profits, a company is embarrassed in its opera- 
tions, its stock is at once sacrificed at alarming 
rates. At the same time, the net income of the 
enterprise might show as wide a basis for profit as 
ever before. 


As a class of investments, railroads are profita- 
ble. Few will deny this. Where the want of rail- 
roads has been felt, or the means to construct 
’ them have existed, few have been built and work- 
ed at a loss. 

Why then is there a general distrust of the val- 
ue of railroads? Not that “money is tight,” or 
that our people distrust the general honesty of 
railroal management. Foreigners, who look 
more tv the permanent value of our roads as ob- 
jects for investment, have manifested hardly any 
concern for the general effects of an individual 
instance of fraud. Private letters, received in 
this country from London, alluded far more feel- 
ingly to a single default of payment of interest on 
the bonds of one of the western roads, than to the 
over-issue in the New Haven Company. 


Of all causes of distrust, the true one is rather 
the extravagant and dangerous manner in which 
our railroad companies carry their debts. Many 
a scheme is commenced upon estimates fifty per 
cent. below the ultimate cost. Perhaps by the 
time one half even of the estimated means are ob- 
taiued, the eclat of the work is gone. The mana- 
gers of the enterprise, upon solemn mortgages of 
all their present and prospective means, must 
then borrow enough to fairly commence opera- 
tions. Further progress involves the creation of 
a large floating debt, at extravagant rates of in- 
terest. This is carried by continual sacrifices on 
the part of the borrowers, who find. themselves ul- 
timately compelled to fwnd it, at a heavy discount, 
to get rid of its excessive exactions, Yet under 
all these circumstances of debt, the profits of the 
scheme are treated as being due’ to the original 
stockholders; the maintenance, and not the re- 
demplion, of the liabilities being assumed as the 
function of the debtor. No provision is made for 





the payment of the principal of the debt, and its 
obligation is therefore practically ignored. 

A. person unused to railway financiering would 
scarcely credit the statement that, in an enter- 
prise involving an expenditure of $35,000,000, and 
where the proportion of stock to debt was but as 
twosevenths to five sevenths, a stockholder would 
insist upon a seven per cent. annual dividend,— 
that.a board of directors would declare such a 
one, even where it had not been earned,—and that 
the ability of a work, loaded with a prepondera- 
ting debt, to pay such a dividend, was regarded 
as a test of its value as an investment. 

The certainty of a dividend, ifenough can be 
got from the earnings of the road to make one, 
appears settled in the mind of every railroad 
stockholder. It is this assumed certainty that 
attracts the “ little all of the widow and orphan,” 
so often and so feelingly represented, into the 
treasury of the railroad corporation. Yet not one 
stockholder in a hundred, of the class referred to, 
ever comprehend that their property is mortgaged 
«3 800n a8 subscribed, and that they are to make 
instead of to receive dividends, and that they are 
expected besides to redeem the obligations in 
which they have become involved, under penalty 
of foreclosure of “ all” that they possess. Yet it 
is truly so. 

Nearly all of our roads are more or less in debt; 
many of them deeply so. These debts have been 
treated, so far, by those who carry them, as so 
much capi/al. They have generally, it is true, a 
long time torun. But in all the wide spread and 
interesting literature of railroad reports and ex- 
hibits, we have never seen a proposition put forth 
to redeem such obligations.* The Western Rail- 
road Company of Massachusetts may be said to 
be the only similar corporation which has made 
regular and sufficient provision for payment. 

It seems necessary to remind the public that 
all obligations of this kind must be ultimately re- 
newed, redeemed or foreclosed. 

The first of these necessary results may not be 
possible. It is also the most expensive of the 
three; subjecting the debtor to a perpetual tribute, 
more than sufficient in a few years to purchase 
the obligation. 

The second optional result extinguishes the 
debt as well as its accumulating interest. 

In a few years it would relieve the whole stock 
and place it at a real value proportional to that of 
the work which it represented. It would require 
the stockholders however to forego for a time a 
part or the whole of their dividends. The pur. 
chase, by the company, out of its earnings above 
interest payments, of its own bonds at or below 
par, would constitute the safest and quickest re- 
demption of its debts. Next to this, a sinking 
fund, in the hands of safe trustees, would help 
our companies “ out of the woods.” 

The third class of redemption is attachment and 
sale. It needs no comment. 

In thus considering the prudential character of 
our roads, we are forced to contrast our own way 
of doing things in the north with the conservative 
and safe system of conducting railroad enterprises 
in the south. The consideration of a new railroad 
project is, in the south, the occasion for large 
conventions of the people, the backbone of the in- 


* The first proposition of the kind oo this week in the 
teport of the Ohio and Pennsylvania Road. 








dustry ialaeiiicence of the community. Routes 
and estimates are submitted to these tribunals, 
by whom they are considered and discussed.— 
The amount and source as well as the character 
of the means advanced become matters of public 
information. Every one obtaining an office of 
trust is thereby made accountable to the public. 
Elevated motives prevail, and the degradations of 
speculation are little practised. So long as the 
enterprise can be kept in original hands (and the 


ability to do so is in proportion to the spirit with 
which it is sustained) there is seldom any specu- 
lation. The expenditures upon construction are 
characterized by an economy unknown in any 
other pertion of the globe. Most careful in incur- 
ring obligations, the south would be most likely to 
be first in its efforts to redeem them. 

Another feature of the Southern railroad jsys- 
tem is the loans made, in many cases, by the 
states, of a fixed sum per mile, or a large fraction 
of the entire cost of work. This plan creates a 
class of state bonds, having a better basis than 
those of any local corporation, and which can be 
sold at far less sacrifice; while the hazard of re- 
demption is removed from the comparatively 
weak company to the powerful state. 

When will the great body of our roads arouse 
to the work of strengthening their resources as 
well as their credit ? 





Journal of Railroad Law. 
THE UNAUTHORIZED TRANSFER OF STOCK. 

In the 3d volume of Selden’s Reports of our 
Court of Appeals is the case of Pollock g Pollack 
against the National Bank and another, decided 
in 1852, and affirming the following doctrine. 

A Bank which has permitted a transfer of stock 
owned by a stockholder upon a forged power of 
Attorney, and has cancelled the original certifi- 
cates may be compelled to issue new certificates 
to the rightful owners thereof, and if it has no 
shares which it can so issue, the Bank may be 
compelled to issue new certificates. In other 
words, the Bank is liable for the grossest wistakes 
of their agent performed within the general scope 
of his authority. 

Justice Gardner said in delivering his opinion 
in the case above-mentioned, that “the Misses 
Pollock were the acknowledged owners of 50 
shares of stock of the National Bank, standing in 
their names on the books of that institution, with 
the certificates, the evidence of their title, in their 
possession. This stock was subsequently trans- 
ferred from their names to the names of other 
persons by the permission of the Bank, which re- 
ceived and cancelled the original certificates and 
has ever since refused to pay dividends to the 
complainants, or in any way to recognize them 
as stockholders in the institution, and denied 
their title to any interest in the capital stock of 
the Bank. All this has been done without any 
authority or assent expressed or implied on the 
part of the true owners, and the question is, are 
they entitled to any relief? It is said that inas- 
much as the transfer was made by virtue of a 
forged power of Attorney the stock is still the 
property of the complainants. But a title to stock 
in the abstract without any legal evidence of such 
title, without the power of sale or of obtaining 
dividends is not the ownership which the complai- 
nants once possessed and of which they have 
been deprived by the agents of the Bank. They 
held certificates; these the Bank has cancelled 
and instead of issuing new ones to the complai- 
nants it denies their right altogether, It was said 





(en S| Ae 


poem 
BR AA ARES 2) 25 ARM ALAL EE FER DES NERA EC GT ba 


yee 


Spm re 
PET ee 


caer, ee 


he 
















Aa es 








SS 

















—— 


pees 
SO RRA a ee Aa 0 25 NE PY SSS CGR I PT ACT wT ie 





es Cee eee 


LAV 


aoe 


WOL GA 


RAILROAD 


i R Ee A 


663 








that there was no proof that the power of Attor- 
ney was forged. But the answer is that the ori- 
ginal title of the Misses Pollock is admitted, and 
if the Bank sets up a title derived from them in 
lieu of their claim such title must be proved. 
And the burthen of such proof lies upon the de- 
fendants. 

Justices Ruggles, Jewett, Johnson and Watson 
concurred in the above decision; Gridley and Ed- 
monds, Justices, were absent. 

But Welles, Justice, dissented from the fore- 
going decision and denied that the Misses Pollock 
were, in the existing state of the pleadings, entitled 
to any relief. 

“ On what grounds,” asked Justice Welles, can 
the appellants ask to have the National Bank 
either furnish them with an equal number of 
shares of stock or pay them the value thereof? 

They were the owners of 50 shares of stock in 
that Bank, which they allege was sold and trans- 
ferred in their names, by their brother upon a 
forged power of Attorney. Admitting this was 
the case, they are still the owners of these fifty 
shares, and are entitled to receive the dividends 
payable thereon unless they have in some way ra- 
tified the sale, which they deny. They could not 
be deprived of them without their consent or by 
due process of law. If the National Bank has re- 
fused or shall refuse to pay over to the appellants 
any dividends that may accrue upon it, I see no 
difficulty in their sustaining an action at law as for 
money had and received by the Bank to their use. 
If it is important for the appellants to have the 
stock stand in their names upon the books of the 
Bank, and it becomes necessary to invoke the 
equitable powers of the Court to effect that ob- 
ject, either by having the transfers or assignment 
fraudulently made of the same in their names by 
the brother of the Misses Pollock declared void, 
or by compelling a re-assignment thereof to them 
by their claiming to hold the stock and have the 
same registered by the Bank in their name, or in 
any other way to be re-instated the apparent as 
well as the real owners of such stock,—the persons 
to whom the same was assigned or who claim title 
thereto to fraudulent assignments are of all others 
most interested to be heard before the Court can 
give any judgment in the premises. 

It does not appear that the respondents have 
done apy act of which the appellants have a right 
to complain.. The wrong if any which has been 
done, was committed by the brother of the Misses 
Pollock in transferring the stock without authori- 
ty, and in this the purchasers from him, as the 
appellant’s agent or Attorney, must of course be 
the greatest sufferers, for they have bought with- 
out acquiring title to that which they purchased, 
and have consequently lost whatever they paid 
for it. But the Bank, I repeat, has done nothing 
worthy of blame. It could have no legal interest 
in the question as to who were the owners of the 
stock in question. Upon a transfer of any of its 
stock it was its duty to register it in the name of 
its transferee ; and it would be a monstrous doc- 
trine to hold it responsible in any event for the 
validity and genuineness of such transfer, where 
good faith has been observed by its managing off- 
cers.” 

The decree in this case was of course in accor- 
dance with the decision of the majority of the 
Court, 


(For the American Railroai Journal.) 
Improved Cross Ties. 

Mr. Editor—I wish to call the attention of par- 
ties interested in economizing the expense of 
maintaining railroads, to the important fact that 
cross ties charred in an oven may be rendered in- 
destructable for many years. 

And the process can be carried on with but 
little cost if once adopted, for the oven or furnace 
can be heated with the tops, chips and limbs of 
the trees cut down for the cross ties. If so, the 
increased cost of charring, will not, or should not 
exceed 6 or 8 cts. per tie, if even one-half of that 
sum. Anda tie thus prepared should last at least 
20 if not 30 years. , 

From experiments made for another purpose I 
am satisfied the plan will be found of great value, 
and in the end the cheapest ever tried. 

Yours 
Cc. K. M. 


Commerce and Railroads of Cuba. 

An article in the last number of De Bow’s exce!_ 
lent ‘Review,’ contains the following statements 
of the resources, extent and internal improvements 
of Cuba. 

The population of Cuba, as officially returned, 
is 1,050,000; nearly equally divided between 
whites and blacks, with a slight preponderance in 
favor of the whites. The actual present popula- 
tion is however believed to be about 1,500,000.— 
The area of Cuba, is 42,383 square miles. 

The annual revenue which Cuba affords to Spain 
is stated as $13,821,456 ; and tae expenses of the 
loca vernment, and public works generally, as 
$11,659,750, making the whole annual taxation of 
the Island $25,791,206 ! 


Railroads in Cuba.—Internal improvements in 
Cuba have of late made notable progress, so that, 
at present, there are 351 miles of railroad conect- 
ing some of the most important places. From 
Havana a railroad extends across the island of 
Batabano, sending off a branch westward to 8. 
Antonio and Mariel. At 8. Felipe, the Havana 
road turns eastward, and proceeds on to Guines; 
thence further east it unites, at Union, with the 
Matanzas Railroad, which has its northern termi- 
nus at Matanzas. Farther eastward the Havana 
road unites with the road to Cardenas. So that 
Havana, Matanzas, and Cardenas, are united *by 
railroads. A railroad also extends into the interi- 
or, 34 miles, from Jucaro, a place on the northern 
coast, east of Cardenas. From Cienfuegos, a road 
also extends into the interior to Santa Clara. A 
railroad extends also from Nuevitas to Puerto 
Principe, 44 miles. There is also a railroad from 
the city of Cuba to E] Cobre. These roads have 
many important branches leadirg into the richest 
part of the island. Many important roads in the 
island are also projected, or in progress, which, 
when completed, will render every part of the is- 
land accessible. The highways of the island are, 
in general, very poor; and in the rainy season, al- 
most impassable, as no improvements are ever 
made upon them. 

The railroad from Havana to Bejucal and Guin- 
es, which was opened in 1837-8, was not only the 
first in Cuba, but the first railroad ever construct- 
ed in any Spanish country. It was not until 1848 
that the first railroad in Spain was opened—that 
from Mataro to Barcelona. The road from Mad- 
rid to Aranjuez was opened in 1851, and extended 
to Tembleque in 1853. 

TeLecRapus.—The magnetic telegraph is in 
operation in several parts of Cuba. Lines are be- 
ing extended from Pinar Del Rio, in the western 
part of the island, to Santiago de Cuba in theeast- 
ern part, with branches to the principal towns on 
the coasts. Havana is also being connected by, 
telegraph with Matanzas, Cardenas, and Guanajay, 
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the wires tho railroads. .A telegraph 
line between Havana and Batabano, on the south 
coast, is now in operation. 

The external means.of communication with the 
principal points of the island are very extensive. 
Steamers and sailing vessels run regularly between 
all the principal ports. Havana is connected by 
daily lines of steamers with Matanzas, Cardenas, 
and Jucano, arriving at Matanzas in five hours.— 
Between Batobano and Santiago de Cuba, in the 
eastern part of the island, steamers and i 
vessels run regularly, touching at Cienfuegos, 
Trinidad, Santa Cruz and Manzanillo, and arriv- 
ing at Santiago de Cuba in five days. Steamers 
also run daily between Batabano and Bailen, 
touching at Dayaniguas, Coloma, and Punta de 
Cartas; also weekly between Batabano and the Isle 
of Pines. Havana is also connected with other im- 
portant places on the northern coast by regular 
steamers. 





Chartiers Valley Railroad. = 

A recent exhibit of this company represents the 

means provided for the construction of their work 
as follows: 

Individual subscriptions............ $115,700 00 

Alleghany county subscription, bonds 150,000 06 








City of Pittsburg ff 150,000 00 
Washington Borough “ 25,000 00 
Canonsburg 9 ff 10,000 00 
: $450,700 00 

To this sum may also be added the 

fifteen per cent. of work to be paid 
contractors in stock, say.......... $50,000 00 
Making tegether.... 0... 0.06 ....44. $500,000 00 


The exhibit says: 


. The estimated cost of the work of the Catfish 
route—the one selected—to the point of junction 
with the Pittsburgh and Steubenville road, is _ 
shown, by the Chief Engineer’s Report, to be 
$570,500 00; and in a subsequent report, he says 
the work was contracted for at a sum_considera- 
bly below its estimated cost. Grant, however, 
that it will cost the full amount estimated, and 
there remains only the small balance of $69,000 00 
to be provided for by additional subscriptions, or 
the sale of the bonds of the company, to put the 
road in complete order for the cars. 

The foregoing statement, it is confidently hop- 
ed, shows the finances of the Chartiers Valley 
Railroad to be in such a condition as to inspire 
confidence in the successful prosecution and spee- 
dy completion of the work. The hope is enter- 
tained, from information now in the possession of 
the Board, that further snbscriptions will be made 
by corporations and individuals, more than suffi- 
cient to make up the difference indicated. Bui 
should they not be made, no doubt is entertained 
that the company will be able to realize, from the 
issue and sale of their own bonds, an amount am- 
ply sufficient to meet all their wants, when the 
value and importance of their work is fully under- 
stood. 


Steamboat Accidents in Six Months. 

Areportis published by the Secretary of the Trea- 
sury of the number and causes of the steamboat 
accidents which have occurred the first half of the 
present year. 

The Pearl, Wetumka, Federal, Arch, Clifton, 
Glover, McFadden, Beaver, Dr. Franklin, Detroit, 
and Lettercope, were lost by collision—ten in 
all. 

The Franklin, St. Charles, Georgia, Belcher, 
Natchez, Mohican, Saxon, Leak, Tuna, Grand Turk 
Sam Dale, Embassador, Eagle; Mary Agnes, Caro- 
line, Rockaway, Helen and Bradford were destroy- 
ed by fire—eighteen. ) 

The Garden City, 8t. Angi, Aubrey, Elmira, Ex- 
cel, were all crushed at one time in the ice at St. 
ite cdineen Aikeghens, Rovabephenncinslall 

The Altona taw, Youghoghena ayes 
Excelsior, J, M. Niles, Julia, Sophia 
Belle Goulde, J. 8. Avery, Caspian, Union, Cuba 
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MONrOs; Lamar; Elza; Jenny Beal; Crenionia;| 
Pike; Umpire, Wm. Penn, ana ‘Gossamer, were 
snagged—twenty-three. nad 
Eight were destroyed by the explosion of boilers 
—the Fanny Fern, Kate Kearney, Helen Hensley, 
Reindeer, Gazelle, Seretary, Gen. Scott, and Penn. 

The San Francisco was lost in a gale at sea. 

The whole number of lives lost-in these various 
accidents was 516.. The amount of property de- 
stroyed is estimated at $2,274,442. 

Six of them are pronounced ‘to have been una- 
voidable. ‘Thirty-five are attributed to accident, 
four to inattention, sixteen to negligence, and one, 
the San Francisco, to the unseaworthiness of the 
vessel, 

The report adds that, as the majority of these 
accidents were not of a e¢haracter that could be 
prevented by precaution, and as there is reason to 
believe that many others have been prevented by 
the working of the steamboat law of 1852, there is 
no present need for its modification.. So far as 
the law is.concerned, we have no doubt the opin- 

fon is correct. Its beneficial effeets are matters 
for congratulation. 

But there are one or two other points not allud- 
ed to in the report, to which it is worth while to 
direct attention. 

Of these 64 steamboats, fifty two were lost on the 
rivers of the Southern and Western States, while 
only one was lost on the Lakes, one in New Jer- 
sey, none on the Hudson, and none in allin all New 
England....Either our northeastern boats must be 
better built or they are more carefully guided than 
those of our neighbors. We use low pressure and 
they high. Ours cost the most, but considering 
the loss of $2,000,000 worth of theirs in six months 
which is cheaper in the end ? 

Again—-23 were snagged, or, in other words, lost 
because Government refuses to remove the obsta- 
cles to navigation in the Western rivers. Four 
steamboats per month are wrecked from this 
cause. 

Two hundred valuable lives were lost, in a Go- 
vernment vessel, selected by Government officials 
to transport troops. Those who refused to go on 
board were punished by Court Martial. And now 
the Government confesses it to have been unsea- 
worthy. Who was to blame for the neglect to in- 
spect that vessel ? 

We need no new Law to prevent the occurrence 
of such accidents as the most of these. But wedo 

need the execution of the laws we have. 





Boston and Maine Railroad. 

We. have received a copy of the annual: report 
of the Directors of the Boston and Maine Railroad, 
which is to be presented to the stockholders of 
that road at their meeting on the 18th inst, The 
report, which contains an account of the affairs of 
the road up to June Ist, 1854 states that the whole 
capital. stock of the road, including a State loan of 
$150,000, was then $4,226,974 52 of which amount 
there. remained unexpended $70,814 37. The to- 
tal earnings of the year ending June 1, 1854, were 
$850,007 02, expenses, $404,030 11, leaving the 
net earnings for the year $445,976 91. After de- 
ducting $25,214 11 for depreciation, &c., the net 
earnings amounted to $420,762 80. Of this sum 
there had been appropriated for various purposes 
including two dividends of 4 per cent. each, the 
sum of $354,456; and there remained a surplus 
of $66,306 80 which added to the surplus of 1853 
makes a total surplus on the lst of June last «f 
$199,584 68. The assets of the road at the close 
of the fiscal year, amounted to $498,513 46 and 
the liabilities exclusive of the State loan of 
$150,000, to $283,222 02. 

The net earnings for the year ending June 1, 
exhibited an increase of $56,527 43 over those of 
the previous year; and the net expenses an in- 
crease of $39,854 52. Thus the receipts have not 
increased in an equal ratio with the expenses.— 
Some of the items which compose this extra ex- 
pense were an increased amount of distance run 
by the trains, higher prices for fuel, higher wages, 
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dication of theircourse of advancing their passen- 
ger and freight fares. 
- During the past year the Directors have found 
it necessary to purchase additional land for depot 
purposes at several stations of the interior. The 
most extensive purchase of the kind was at Law- 
rence, the amount bought there exceeding $20,- 
000. During the year, also, four first-class loco- 
motives, five new enger cars, and eighty-five 
freight. cars were jyurchased for the use of the 
road. 

The report speaks of the inadequacy of the pre- 


the line. Fifty per cent more of the storchouse 
accommodations at that point is imperatively dc- 
manded by the increasing freight business. The 
present grounds are capable of affording this and 
the Directors would have made such a disposition 
of them last autumn had not the pending questions 
respecting the manner of using that portion of the 
grounds prevented them. 
The Directors have invested a portion of the re- 
served fund In the stock of the road, bought when 
it sold low in the market, and with other portions 
have made temporary loans to corporations or in- 
dividuals at six per cent. interest on satisfactory 
security. 

As a whole it is believed that the physical con- 
dition of the road has never been more satisfac- 
tory than at the present period.—Journal. 





Coal Trade of Cleveland, 
A correspondent of the Courter and Enquirer 
gives the following statements relative to Cleve- 
land and its coal trade. 


The estimated receipts into Cleveland this year 
are about 6,000,000 bushels or 200,000 tons, aj] 
bituminous of the best kind. The principal source 
of supply is from the Canal which passes through 
Tuscarora, Portage and other counties underlaid 
with coal. They are generally worked py private 
interests. This coal finds an outlet iD hes vera] 
markets on the Lakes and in Canada ° 
fuel, and for the manufacture of gas. The Cleve- 
land gas is a beautiful article. Coal sells here for 
10 to 15 cts. per bushel at retail, and is about the 
cheapest article in household economy. I wish 
you could say as much. Wood sells at $3 per 
cord. Several new coal fields have been opened, 
and the coal is said to be superior to any hitherto 
brought to this market. The Salines Coal from 
Jefferson County near the Ohio River: on the Cle- 
veland and Pittsburgh Railroad, stands very high 
as a free burning bituminous coal, equal in every 
ré&spect for the manufacture of gas to the New- 
castle, (English,) and so easily worked as to fur- 
nish large supplies. The completion of the Ma- 
honing Railroad to Warren will open a vast coal 
field of superior coal. In regard to the coal trade, 
Cleveland is to Ohio what Philadelphia is to Penn- 
sylvania. Preparations are being made to send 
east large quantities of the Ohio bituminous coal; 
‘the high price of the English and Scotch being 
such, they can lay it down, undersell the imported, 
and make a handsome profit ; and for the purposes 
of fuel and making gas, it is equal to any import- 
ed, and for the quantity of coke it produces, it 
has few superiors. 

I have lots of small statistics to provide you 
with, but have not time to give them to you now. 
Cleveland is increasing in population and trade, 
at an astonishing rate. Recently the town on the 
other side of the river has been annexed, and the 
population of the city is estimated at the present 
time at 50,000. Some idea of the rapid growth 
of the place can be gathered by the population at 
the several periods named below: In 1796 it was 
3; in 1798, 16; in 1825, 500; in 1831, 1,100; in 
1835, 5,080; in 1840, 6,071; in 1845, 9,573; in 
1850, 17,600 ;. in 1851, 21,140; in 1852, 25,670; 
in 1854, with Ohio City annexed, it is estimated 








and the substitution of horse power for steam in 
entering Boston. This last item has increased the| 
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of the, important lines of Virginia railroads des- 
cending the Great Kanawha Valley, is by a con- 
nection from near Gallipolis to the Cincinnati and 
Marietta railroad. It is found. that a connection 
can be formed upon such a route, following the 
valley of Little Raccoon Creek in Gallia Co., Ohio, 
and with a line of 32 miles in length. 

The local influence of a road from Gallipolis to 
Chillicothe would be to develope the extensive 
and rich deposits of iron and coal which abound 
on the route, giving them a direct outlet to the 
river as well as to Central Ohio and Cincinnati. 

A company was organized for this purpose in 
June 1852, the intention being to run the road via 
Jackson. Recent surveys have disclosed the su- 
periority of a route through Vinton, and Buckeye 
Furnace, making a connection of 32 miles be- 
tween the Ohio river ai Gallipolis and the Cincin- 
nati and Marietta road at Hamden. This line 
will compare in grade and alignmept with most 
first class works, having not over 53 feet grades, 
and curves of not less than 1910 feet radius. 

$75,000 of stock have been subscribed towards 
the construction of this road, and during the com- 
ing year the work will be commenced. The 
president of the company is the Hon. Simeon 
Nash. 


The Coal Fields of the United States, 





Area of the 
. States. Coal Areas. Propor’n 
States. Sq. Miles. Sq. Miles. of coal. 
1. Alabama.... 50,875 3,400 1-14th 
2. Georgia.... .58,200 150 1-386th 
8. Tennessee. . .44,720 4,300 1-40th 
4. Kentucky... 39,015 13,500 1-3rd 
5. Virginia..... 64,000 21,195 1-3rd 
6. Maryland. .. 10,829 550 1-20th 
Lie ee 38,850 11,900 1-3rd 
8. Indiana..... 34,800 7,700 1-5th 
9. Illinois ...,.. 59,130 44,000 3-4ths 
10. Pennsylvania43,960 15,437 1-3rd 
11, Michigan.... 60,820 5,000 1-20th 
12. Missouri .... 60,384 6,000 1-10th 


The above table gives an aggregate area in 
twelve States of 565,283 square miles, of which 
133,132 miles, or nearly one-fourth, is composed 
of coal beds. After making all due allowances 
for such coal beds as would never be reached by 
the miner, we have left an enormous yielding 
area. 

Canada contains no workable beds of coal, but 
Nova Scotia, New Brunswick, and Newfoundland 
are rich in the article—exceedingly rich.— Buffalo 
Democracy. 





Mathematical 
ments. 


Not many years since, our “ surveyors” were ob- 
liged to procure their instruments in Europe.— 
The “ tools of the trade,” primitive as they often 
were, were too much for the skill of domestic 
workmen. Now our own instrument makers fur- 
nish instruments of all kinds used in Astronomy 
and Engineering,—by the Architect, Mechanical 
Draughtsman, Mathematician, Chemist and Phil- 
osopher ; and of such accuracy, ease of adjustment, 
and high finish of working parts as to make 
us wholly independent of foreign manufacturers. 
Among the most successful makers of Engineer- 
ing and Mathematical Instruments, we have in 
this city, James Prentice, No. 1 Chambers St. ; 
Benj. Pike & Sons, Broadway: Albert Cook & 
Co., 19 John St.; Tomas Hunt, 53 Fulton St. ; E. 


Engineering and Instru- 





The growth of Ohio by means of her liberal 
railroad system, is extraordinary. 


& G. W. Blunt, 179 Water St.; and Shanahan and 


{Loeber, 181 William St. 
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Nearly all of these: firms have spacious sales 
yooms, supplied with all the minor apparatus and 
materials essential to the professions with which 
their trade is connected. 

H. Sawyer, also carries on the manufacture of 
Transits and Levels in Union Place, Yonkers, 
Westchester County, in this state. 

In Philadelphia, McAllister & Brother at 48 
Chestnut street, manufacture and sell all kinds of 
mathematical and optical instruments. 

In Boston, Joseph Wightman and D. B. Widdi- 
field & Co., have also been long known; the form- 
er for the manufacture of Philosophical and Chem- 
ical instruments, and the latter for the manufac- 
ture of mathematical instruments. 

The cards of nearly all of these manufacturers 
will be found in our advertising columns. 





Virginta. 

The Railroad Convention, in session at the 
White Sulphur Springs in Virginia, was addressed 
on the 25th ult. by T. Dunn English, Capt. Morris, 
Judge Bayly, Ex-Governor Smith and others ; af- 
ter which the business committee reported in part, 
that the Covington and Ohio Railroad ougbt to be 
cempleted by the state, without delay; that the 
faith of the State is pledged for its completion, 
that the value of said road is enhanced by its light 
and favorable grades, and its connection with the 
James River Canal, the Central Railroad, the Or- 
ange and Alexandria Railroad, and the Kanawha 
river and its tributaries; that the James River 
Canal ought to be extended to Covington, and 
that the Kanawha river ought to be improved to 
the highest practicable point for steam naviga- 
tion. 





Cincinnati and Covington Bridge. 
It is stated that $300,000 have been already 
subscribed towards the construction of a suspen- 
sion bridge asross the Ohio at Cincinnati. 


Mobile and Girard Railroad. 

The work upon the first 22g miles is progress- 
ing rapidly towards completion, and will be finish- 
ed by the first of November, unless delayed by the 
non-atrival of iron. That part of the road lying 
between Colbert and Union Springs, the Board of 
Directors are determined to complete at a very 
early day, as it is regarded as the most important 
link on the eastern end of the road, and to this 
end the following resolutions were adopted, at a 
recent meeting of the Board of Directors on motion 
of Major Wiley Williams: 

Resolved That on all cash subscriptions hereaf- 
ter made aad paid into the capital stock of this 
company applicable to the construction of the 
road between Columbus and Union Springs, if the 
stockholders will double the amount of such sub- 
scriptions, semi-annual dividends of four dollars a 
share will be paid in cash at the office of the com- 
pany in Columbus. 

Resolved, That in all cases of cash subscriptions 
heretofore made and paid into the = capital 
stock of this company, applied to the road between 
Columbus and Union Springs, if the stockholders 
will double the amount ofsuch subscription, semi- 
annual dividends, at the rate of eight per cent. 
per annum will be paid on the aggregate amount 
of stock so subscribed and paid by each stock- 
holder. 

Resolved, That the Board of Directors will-pro- 
ceed, on the first Monday in November next, to 
elect all the subordinate officers and agents requir- 
ed in transacting the business of the Mobile and 
Girard Railroad Company. 

It will be thus seen that all cash subscriptions 
applicable to the road between Colbert and Union 
Springs, are preferred above all other stock ; and 
that semi-annual dividends or four per centum are 
guaranteed upon it; and that all subscriptions 
heretofore made to this part of the line, may be 
converted into preferred stock, drawing eight per 
cent. per annum, if the stockholders will double 
their subscriptions to the road. 


These ons are exceedingly liberal and 
cannot fail to command the favorable consideration 
of capitalists.—Columbus Times. 





Deepening Rivers. 

The process of raking rivers for the purpose of 
deepening the channel has been successful in this 
and other countries when the apparatus used was 
very imperfect, being simply a rake, or a collection 
of rakes to drag upon the bottom, following its 
inequalities, and depending principally upon the 
current to wash away the sand or gravel after it 
has been disturbed. Such a rake has been used 
for a number of years with success below the locks 
at the Kennebec dam. 

There is now in successful operation upon the 
Gage shoal, in the Kennebec river, under the 
superintendence of Mr, George Williams, an ap- 
paratus on a large scale, and with many improve- 
ments over any thing of the kind ever before at- 
tempted. This apparatus was designed by Col. 
John L. Smith, U. 8. Engineers, and built by Mr. 
William Jones of Augusta. It consists of two 
flat boats each 14 feet wide and 50 feet long ; these 
are connected by a platform crossing both decks 
and holding them 14 feet apart. The rake is in 
the form of a harrow, but having two lines of frame 
and teeth, Each arm of this rake is 50 feet in 
length and its spread is 50 feet. The frame is of 
hard pine 12 inches square. The teeth are in the 
form of cultivator teeth, two feet long and weigh 
45 pounds each, and are placed one foot apart. 
This immense rake or harrow is hung under and 
between the boats. By means of posts coming up 
through the platform, this rake can be raised or 
depressed to any required depth, and is held in its 
place by strong braces and chains properly placed. 
These boats are towed by a steamer attached toa 
strong beam fastened across their bows. It has 
now been in operation about a week ; long enough 
to prove that this process, under favorable cir- 
cumstances, will be by far the most rapid and 
economical means of deepening the channels of 
our rivers.— Kennebec ( Me.) Jowrnal. 

Memphis ant Little Rock Railroad. 

From L. D. Stickney, Esq., secretary of the 
above named road, who arrived in Little Rock on 
the 15th ult., we learn that the road isin a _pros- 
perous and flourishing condition. The survey is 
progressing. The bonds of the city of Memphis 
subscribed in aid of this road have been negotiat- 
ed®for iron, cars, and locomotives, on very favor- 
able terms to the company. 

The city of Memphis have raised their subscrip- 
tion to $200,000, and the city pledged itself, as 
soon as the road is completed to the St. Francis 
river, to make an additional subscription of $350,- 
000, for which she will issue her bonds, making in 
all nearly one million of dollars which this road 
will receive of foreign aid. 

Mr. Bradley, the contractor has made an ar- 
rangement by which six hundred laborers will be 
put to work on the road by the first day of Octob- 
er next. 

The counties of Crittenden, St. Francis, and the 
northern part of Monroe have taken hold of this 
enterprise in earnest, and, during a short stay in 
Prairie county, Mr. Stickney received subscrip- 
tions amounting to more than $25,000, one citizen 
Dr. W. C. Hazen, subscribing $5,000. 





Convention of Western R. R. Companies, 

The following call was addressed by the Union 
Railroad Company of Indiana for a general con- 
vention of the Railroad companies of the west, to 
have been held in Columbus, Ohio, on the 21st 
inst. We shall report the proceedings so soon as 
they shall transpire. 

Orrice Union Ratnway Company, 
Indianapolis, September, 5th, 1854. 

Sir: Ata meeting of the Board of the Union 
Railway Company, held. at Indianapolis, this day ; 
present, the Presidents of the Indiana Central Rail- 
way Co., Indianapolis and Cincinnati R. R. Co., 
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dianapolis}& Peru R. R. Co., Indianapolis & Bel- 


lefontaine R. R. Co., the followiag resolution was 
unanimously adopted, and is transmitted to your 
company as therein directed. - 
Resolved, That in view of the action recently 
taken by the leading lines of Eastern Railroads in 
the matter of Fares and Freights, the speed of 
trains, and the system of free passes, it is expedient 
that Western Roads should hold consultation touch- 
ing the same matters; and that, to this end, the 
companies here represented invite a mecting of 
Roads in Ohio and Indiana, to be held: at Colum- 
bus, Ohio, on Thursday, the 21st day of September 
instant. 

It is earnestly requested that your company will 
be represented at the proposed meeting. 

By order of the Board. 

JNO. BROUGH. 
President Union Railway Company. - 





Hannibaland St, Joseph Railroad. 
The St Joseph Gazette of 30th ult. states that 
the work on this road is going rapidly for- 
ward. 


‘The work commences on the East side of the 
Platte river, about ten miles from St. Joseph.— 
The grading is going on rapidly, and it will.soon 
be compleved to Castile, a distance of fifteen miles 
from the point where the work was begun. The 
section between the Platte and the St. Joseph will 
be started in a short time, and a sufficient force 
put on it to complete the grading in four months. 
The road for twenty five miles will be ready for 
laying down the rails by the first day of next Ap- 
ril; ‘‘ and soon after,” says the editor of the Gaz- 
ette, “we may expect to hear the iron horse snort- 
ing in our midst.” 

The first station, East of St. Joseph about thir- 
teen miles, is called Easton. It is in the valley 
of the James Branch, on the edge ofa fine prairie, 
with an abundance of springs to water it. A sale 
ef lots will take place there on the first Saturday 
of October next, where, says the Gazette, there 
will be a good chance for profitable investments. 
The country is sa‘d to be healthy, and the farmers 
prosperous. 





North Western Railroad of Pennsylvania. 

The New Castle Journal states that the work on 
the North Western Railroad is progressing rapidly 
Hands are on all the sections let. On Walker’s - 
mit section about one hundred hands are at work; 
on Moorhead’s contract there are some fifty, and 
over twelve bundred persons are engaged on that 
portion now under contract. Mr. Keenen, who 
has the contract for erecting the bridge over the 
Alleghany river, is making considerable progress 
on the stone work of that heavy improvement.’ 

The editor seems sanguine that, if those who 
have subscribed are punctual in their payments, 
the road wili be finished in the course of a couple 
of years. 

The North Western road extending from the 
Cleveland and Mahoning road, at the Ohio State 
Line, to the Pennsylvania Central road, 24% miles 
from Blairsville, is part of a line of 472 miles of 
continuous gauge from Cleveland to Philadelphia; 
being 22 miles shorter than via Pittsburg. The 
North Western road is 87 miles in length. 





Lexington and Big Sandy Railroad 

The Mount Sterling Whig says that. the work 
on this road has been steadily progressing with a 
good force, which force is to be decre on some 
sections and increased on others, particularly on 
the heaviest work in Fayette county.,. The stock- 
holders at the Big Sandy end object to this, and 
claim the right to spend their subscription—said 
to be nearly $400,000—at that end, which’ will 
probably be conceded. : 

None of the county bonds: held by this Road 
have been sold, and some $60,000 would. lift all 
that have been hypothecated. The Whig says 
the monthly estimates—between $30,000” and 





Terre Haute & Richmond R, R, Co., Madison, In- 


$40,000—are promptly paid. 














It 


isa proof of the practical indifference of th 








distinctions of “gauge” that the inequality of 


width, considered necessary for the discrimination 
of “ broad” and “ narrow,” has been growing less 
and less ever since any change from the common 
standard was first proposed. When Brunel added 
60 per cent. to the ordinary width, it would have 
seemed reasonable that, in time, we should have 
had ten, twenty, or perhaps fifty feet gauges. The 
broad gauge of Brunel, however, was laid down 
upon but a few hundred miles in England, and has 
been attempted nowhere else. The seven feet 
gauge was admitted to be too wide. The same is 
now true of the siz feet gauge, where the increase 
over the original and common standard is but 27 
per cent.. The engineering preference of the coun- 
try is now pretty well decided in favor of the 53g 
feet gauge; only 17 per cent. wider than the ori- 
ginal. And, so long as the limit of gauge is con- 
trolled by the arrangement of the locomotive, and 
by the necessary capacity and steadiness of the 
cars, it may be expected that, as the one becomes 
simplified, aud the other conditions attained per- 
haps by different means, that even the common 

gauge may come to be considered as mechanically 
too wide; since any gauge, or double system of 
rails, is mechanically inferior to a single rail. 

For disturbing gauges, less than 54 feet width, 
there cannot of course be even an engineering 
apology. The evils.consequent upon tbe acciden- 
tal adoption of the 4 feet 10 inch and 5 feet 
gauges, will be felt more and more every year.— 
We say accidental adoption as we never could re- 
cognize any engineering pretext for such a slight 
difference of width, and do not know as the com- 
munities who have thus isolated themselves con- 
‘templated a deliberate obstruction. 

The more the railroad system of the country be- 
comes consolidated, the more is felt the want of 
continuous connections. A difference of gauge is 
an exclusion, nearly as embarrassing as an open 
stream across the route of a public highway. 

The vast sums expended for bridging our rivers 
in all directions, for railroads and highways, are 
the willing contributions made by commerce for 
facilities nearly identicai with those furnished by 
uniform connections of gauge. Yet, where a break 
at the Miami river would not be tolerated by an 
Ohio railroad, the same road may perhaps cross 
a dozen others of different gauge. Roads projected 
into unoccupied districts having, as was supposed, 
a choice ef gauge, are found, in a few years, involv- 
ed in numerous connections with other similar 










ling stock must be kept under proprietary super- 
vision,” or something to the same effect. But how 
different from the implied sense of these restric- 
tions are the operations of railway traffic, wher- 
ever freedom of movement can be had, The re- 
port of the President of the Ohio and Pennsylvania 
road, (having but one intersecting road) states 
that the cars of eleven different Ohio railroads 
have been found at one time, in its yards at Pitts- 
burg. Some of these cars had doubtless come 
400 miles; and did the same gauge continue 
through Indiana, no doubt but that others might 
have come from Terre Haute, or Chicago. No 
expression is: made of inconvenience in the dis- 
tinction or the direction of these cars, but on the 
contrary itis cited as an illustration ofthe advantages 
uf the connections enjoyed by the Ohio and Penn- 
sylyania road. And such it is. In the railroad 
depots of Boston, the freight cars of nearly all, 
and the passenger cars of several of the “ upper 
roads,” extending to Lake Champlain, the St. 
Lawrence and northern New Hampshire, are al- 
ways to be found. Such illustrations will contin- 
ue to grow more abundant as our roads are ex- 
tended. 
The intervals for examination, and for ordinary 
repairs of freight and passenger cars, occur as 
well in a continuous as in a reciprocating move- 
ment. The passenger and freight cars of the New 
York and Erie road run “ through,” for 470 miles, 
and the freight cars run to Niagara Falls and Buf- 
falo. The wheels and axles, the boxes or springs 
of a car, can as well be renewed or repaired when 
it is fall as whenit isempty. The dody of the car 
is not subject to frequent or extensive repairs. 
We regret to see the inconveniences which are 
daily arising from breaks of gauge ; breaks which 
are as embarrassing when caused by a difference 
of two inches as of twenty. 
No railroad can avoid connections unless by vol- 
untary exclusion, or by natural obstacles. On the 
contrary, connections are sought in most cases as 
the surest bond of mutual interests, and for the 
promotion of public convenience. 
Many of our oldest and most active roads have 
established the gauge of their particular sections 
of country. Projected extensions and connections, 
which are the expression of railway progress, 
must be made with great judgment to secure the 
most substantial advantages from the greatest 
number of tributaries. 

Ohio may be mentioned in illustration of the 
extent and complication of railroad connections. 


works,—the offshoots of other syst?ms—and of|The railroad system of this state may be called 


conflicting gauge. Canada, which was believed 


external, for it does not originate or concentrate 


to be entirely independent of a foreign gauge, will) within the state. Unlike the system of Illinois, 


connect with the New England gauge at the Mon. 
treal Bridge ; and with the ‘‘common,” the New 


the railroad system of this state is not based prin- 
cipally upon a common point like Chicago; and 


York and Erie, and the “ Ohio” gauges at Niagara|unlike that, of Indiana it does not concentrate 


Falls—all different from her own. 
Mississippi also, where the railroad system is al- 


West of the|upon a single interior town like Indianapolis.— 


Qhio is the intermediate crossing ground for all 


ready committed to the 54¢ feet gauge, the roads|the important lines of road connecting New York, 
prijected from the Illinois system and entering|Philadelphia and Baltimore, each, with Chicago, 


Towa at Rock Island, will extend a disturbing 
gauge. , 
The evasion of the test of continuous connec- 
tions, practiced by many advocates of the wide 
gauge (7, 6,51¢ or 5 feet) is worthy of illustra- 
tion. We never knew an advocate of an obstruc- 
ting gauge who did not claim “a limit to the per- 


St. Louis and Cincinnati. The general relation. o 
the railroad system of Ohio to that. of the whole 
country, may be understood at once by fixing 
three points on the right and three more on the 
left hand side of a sheet of paper, and then draw- 
ing three lines from each point on one side to eachf 
of those on the other side, These lines will re- 











tween the three great eastern and the three great 
western cities; the focus of one set of lines, and 
the intersection of all the others being within 
Ohio. 

Yet the gauge of Ohio is different from that of all 
the states on her eastern and on her western bor- 
ders. How long will it take to discover the want 
of uniformity ? 





Ohio and Pennsylvania Railroad. 

We give in another column a statement which 
places the financial condition of this company in 
a very favorable light. The success of this pro- 
ject ought to satisfy all the parties who have con- 
tributed toward its construction. As an evidence 
of sagacious management, we refer to the propo- 
sition for a sinking fund for the purpose of retir- 
ing the Income bonds as they fall due. It is one 
of the first propositions of this kind proceeding 
directly from a company. We hope and expect to 
see the ex: mple generally followed. The earnings 
of our railroads will allow the establishment of 
such funds in almost every instance, and still have 
a sum suffi ient for a satisfactory dividend. Such 
a course wou! have a much greater influence in 
putting wp prices than to divide the total earnings, 
without reference to future liabilities. If our 
companies failed to make suitable provision for 
the ultimate payment of their debts, when con- 
tracted, it is fortunately not too late to correct 
their mistakes. Their loans are mostly on long 
time, leaving ample opportunities for the ad- 
option of measures to secure their final liqui- 
dation. That one mistake has been made is no 
excuse why they should commit another; but is 
an additional reason why they should retrieve the 
first. 

Vicksburg, Shreveport and Texas Railroad. 

The Savannah News states that Col. Wm. G. 
Bonner, of Milledgeville, has been appointed 
Chief Engineer of the Vicksburg; Shreveport. and 
Texas Railroad, and will soon enter upon the du- 
ties of that office. , 








Albany and Susquehanna Railroad. 
Hon. Levi Dimmick, of Binghampton, has been 
appointed one of the Directors of the Albany and 
Susquehanna Railroad. 


a _______d 
SEPTIMUS NORRIS » 
CIVIL, MECHANICAL & CONSULTING ENG 
FFERS his services to Railroad Companies and Engineers, 
O to provide them with Plans and Proportions of Locomo 
tives for burning coal or wood ; ing the attention of Engi- 
neers and Railroad Managers to his New Patent Boiler for 
burning Anthracit Coal; also Plans for Depot Buildings, 
Railroad Tools, and all kinds of Machinery appertaining to 
Railroads ; he will also superintend personally the construction 
and building of any Locomotives they may order, in this or any 
other city, so as to insure the Companies receiving good ma- 
chines and faithful workmanship. Jt a 
Having been engaged many years professionally as i- 
neer upon many of our most important Roads, in their Loca- 
tion, Buil and Equipment, and for the last 20 years practi- 
cally in the Manufacture of Locomotives, feels satis- 
fied, he can save the Companies who think to en- 
gage his services, many dollars, and loss by receiving imperfect 
machines, which have been built and put together hastily. 
Address to No, 28 Summer st., Philadelphia, 


A. B. Warford, 


Chief Engineer, Susquehanna Railroad, Harrisburg, Pa. 


EW YORK STATE CANALS.—NOTICE TO 
IN CONTRACTORS. In pursuance of a resolution 
of the Contracting Board, notice is hereby given, 
that sealed proposals will be received by the un- 
dersigned for the construction and completion of 
the work upon the several Canals of this State, 
described in the following tabular statement at 
the times and places therein mentioned :— 
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ENLARGEMENT OF ERIE CANAL—EASTERN [gineer’s Office in the village of 


DIVISION. 


Sealed proposals will be received at the En-|4-M-, for the following described work :— 
gineer’s Office in the city of Utica, until Monday, | Section No. 3 below Sa- 


the 9th day of October next, at 10 o’clock, a. m., 


tor the following described work :— 


$4,000... Ap’l15th,1257. 


eee eee eee eee 


lina. 
Section No. 4 below Sa- 


Amount ot DA wees cnee cece voce 7,400.... 4 ” 
ipti : i i Part of Sections 14 an 
Description of Work. Resets Ceaptilia BY es Gaacon Raph as me 2,700... y 
i i Part of Sections 16 an 
Section No. - re: 5, ne 1st April, 1856. 17, above Phoenix... 6,400 4 
en 5.200.... 7 Part of Sections 17 and 
ete eet 7000... ” 1857.) 18, above Pheenix ... 7,700... is 
mene” yenveneny *See * Part of Sections 22 and 
ae ** 6000. 1 23, Morseman level.. 6,500... - 
” 60........ 6,000. eo Section 27 at Fulton... 6,000.... é 
= teee tees sates 0 CAYUGA AND SENECA CANAL. 
ee io m9 Sealed proposals will be received at the En- 
3, 75 SS°? oey 5,100.. » 1856. gineer’s Office in the village of Seneca Falls until 
” arene eee 5,800.. ” 1g57,| Tuesday, the 17th day of October next, at 10 0’- 
” aa ees a - ” ‘-| clock a.M., for the following described work :— 
” 183.... |... 6000... Section No. 9......... $7,200.... 1st April, 1856. 
Lock No. 84........ 5,600....1st July, 1856. »  10......... 8,500... rs 
Or. 2) 6.000.... Dam and Guard Gate on 
- 40 6.200 Section 10.......... 5,600 se 
Me ene ile 3 ae eR + Culverts on Sections 1 


Bridge Abutments on 
Sections 15, 16 and 
Pe ne 

Bridge Abutments on 
Sections 36 and 37... 

Bridge Abutments on 
Sections 57, 58 and 
59 and Main street 
Bridge at Fultonville. 3,000... 

Bridge Abutments on 
Sections 60, 61 and 
PTO were 2,000.... 


1,300... — 


. 2 Ist April, 1855. 


2,500....1st July, 1855. 


» 1855. 


to 5 inclusive....... 2,200 
Road and Farm Bridge 

Abutments on Sec- 

tions 1, 4 and 10 .....2,300. P 


ENLARGEMENT OF ERIE CANAL—WEST- 
ERN DIVISION. 


Sealed proposals will be received at the En- 
gineer’s Office, in the village of Albion until Wed- 
nesday, the 18th day of October next, at 10 o’clock 
a.m. for the following described work, between 
Lockport and Rochester :— 


Section 276, with penalty in bond of.... on 
7 < 


”? 


Bridge Abutments on : ” 2 a ” ”» no eeee pies 
Sections 75 and 78. oe 1,500 cece 8 1855. ” 278, ” ”? ”» » 99 eeee 7600. 
Bridge Abutments on ” — ” ” ”» 9 eo eee 8400. 
Sections 111, 115, 121 2 bt ” ” ”» 29,999 9200. 
and 122 2SWerr~ oo cece 2,000.... - ” > 2 ” ”» » yp tees , . 
Bridge Abutments on ” 282, ” ” 09 Ny alate a 
Sections 132 and 133. 900... » 1856. » 288, 5, yo tees aed 
Culverts on Sections 59 » ig 0 ee ee 
SOG Ws. xe ta panes 1,200.... » ” > 0 ” > mm, *eaee , . 
Culverts on Section 75. 600 .... 1st April, 1856. ” a ” ” ” yoreee See 
Culvert at Van Vran- ” 320. ” ” » » press 9°200. 
ken’s on Section 18.. 300....1st July, 1855. game ” 9 NG ee 
Culverts on Sections 112 ” aes" ” ” rn ee oo 3°00. 
Om) 6s i bi vec 1,100....1st April, 1856. ” 94° ” ” 10:90 Sone 7°70. 
Culverts on Sections ” a 2 ” ”» » +889 7'100. 
181, 182 and 133.... 1,200....1st July, 1856. oe io® -Pysttne olen 
Completion of Phillips’ ” 397° ” ” » » 39 See 7'600. 
Aqueduct........... 1,300.... 1st April, 1855. ” 328° Ble OE Pee NS 8'800, 
BLACK RIVER CANAL. K 329, .. Wiest Maes Arey 9,700. 
Sealed proposals will be received at the En- 2 7 eet al eee 
gineer’s Office at Lyons Falls until Thursday, the Rt te a 2 MEY old 
12th day of October next, at 10 o’clock a. M., for 5 CBB” 5, af eS. . 8,500. 
the following described work :— Louggge = 4 sas... op 5096 ke 
Reservoir at Wood Hull ” 834, ” ” » » ” . an 
a $3,700 ovvs lst Oct., 1855. ” 335, ” ” ”» 9 ” ° 6000 
Reserv’r at N’rth Br’nch teat | 336, ” ” ae 9 +988 ? 
LOK® ...0-cccchs eet 5,500 e x - Abutments on Sections 276 to 283, 
11 Lock Houses fi UNCIMBIVE ccs. ccc cccc cece cces eee ues 
Boonville —~ (ae i Sen OE on Sections 316 to 329, 
PO cad cckvsiee,! 1,000 fl WNICIUBIVE 0.0. cece cece os te sees tees sees 
Sluices around Locks yw” Abutments on Sections 330 to 336, 
‘ i i AS er rary Ore ye ey 
ot at CA ee ee Culverts on Sections 276 to 283 inclusive.. 6,200. 
MIDDLE DIVISION. ss 316 to 320 » «+ 6,600. 
Sealed proposals will be received at the En- 2 :. 322 to 329 » ee 8,000 
gineer’s Office in the city of Syracuse until Satur- : 830 to 336 ee 4,000. 
day, the 14th day of October next at 10 o’clock i » 806 i 1,000. 
in the forenoon for the following described| waste Weir on Section 830 500. 


work :— 


Section No.195........ $6,400.... 1st April, 1857. 
tui ~~ Fpemierses 4,300... . 
Ue cr Oe 


” 


Centre Port Aqueduct. . 8,400... 
Port Byron do. . 7,000.... 


OSWEGO CANAL. 


” 
” 


Iron superstructure of Genesee st. Bridge, 
Wel. ESP e PN EE NAS ae 
The superstructure of Genesce street Bridge 

and the Culvert on Section 306 to be completed 

by the 1st day of April, 1855, and_the remainder 

of the above work by April 1st, 1856. 


All propositions must. be for a sum certain, as 





Sealed proposals will be received at the En.| to the price to be paid or received, for each and 


‘of Fulton until Mon-| 
day, the 16th day of October next, at’ 10 o’clock 


L. 


every kind of work; and ition not thus 
defined will be received or acted upon; and no 
proposition will be considered complete unless a 
price for every kind of work included in such pro- 
position is distinctly and plainly inserted. - : 

Every proposal shall be accompanied by an af- 
fidavit, endorsed thereon, of each person uniting 
in such proposal, that he is not directly or indi- 
rectly interested in any other proposal for the same 
work or materials, or any part of the same; that 
he has no agreement or understanding with any 
other person to become interested in any other 
proposal or contract for the same work or mater- 
ials, or any part thereof; and that no other person 
than such as shall be named in the proposal is in- 
terested in the same, or has any agreement or un- 
derstanding to become interested in any contract 
that may be made in parsuance of such proposal. 

Every proposal for work or materials embraced 
in ,the above statements shall be accompanied 
with a bond to the people of this State, in the pen- 
alty specified opposite each kind of work in said 
statement, and which bond shall be signed by the 
party making such proposal and two or more re- 
sponsible sureties, with such evidence of their re- 
sponsibility as the contracting board shall require, 
and which sureties shall justify in sums equal in 
the aggregate to twice the amount of such penal- 
t 





y- 

Each proposal must be accompanied by the cer- 
tificate of the Supervisor of the town, and the 
County Clerk, or the County Judge of the county 
in which said surety shall reside, or any two of 
them, as to the responsibility of said sureties. 

The persons to whom the work may be awarded 
will be required by the contracting board to give 
the bond for the payment of laborer’s wages, as 
required by chapter 278, of the laws of 1850. 

No acceptance of a proposal or award of a con- 
tract by the. contracting board, and no contract 


.|made by the said board, or any interest in the 


same, shall be assignable to any person or persons, 
without the written consent of the Canal Commis- 


sioners. 





.| times specified for the several oe 


Fifteen per cent of the amount of any work 
done or materials furnished, at the contract price 
thereof, shall be reserved by the canal commis- 
sioner, until the whole work, which is the subject 
of the contract, shall be fully and entirely com- 
pleted. 

In case the contracting board shall be of 
ion that the proposals made at any meeting there- 
of, pursuant to any advertisement, are, in conse- 
quence of any combination or otherwise, excessive 
and disadvantageous to the State, they may de- 
cline all the said proposals, and advertise anew 
for the work and materials embraced therein, 

Contractors will be required to receive and use 
in the work all such materials as have been pre- 
viously procured and delivered for any of the 
above work, and allow such prices therefor as 
may be exhibited at the several offices prior to the 
letting. 

The prices in the contract will be considered as 


.|including the expense of furnishing all the materi- 

.| als, and performing all the work, according to the 

.|plaus, specifications and notices exhibited at the 
letting. 


The persons to whom the work may be award- 
ed, will be required to enter into contract for the 


00.| performance of the work within ten days after the 


same shall have been awarded to him, upon the 


00.| terms prescribed by the contracting board. 


The name or names of the persons proposing, 
must be written out in full, with their places of 


. | residence, 


The maps, plans, specifications, quantities of 
materials, propositions, blank contracts and bonds 
will be ready for examination at the several plact 
specified in this notice, ten days previous to the 
Dated at ALBany, Sept. 3th, 1854. 
eae FITZHUGH, 

REDERICK FOLLETT Canal Comm’rs. 
CORNELIUS rout, f | 


JAMES M. COOK. Comptroller. 








JOHN T, CLARK, State Eng: and Surveyor, 
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a _ ENGINEBR axn AGENT. ong 
“FOR Construction, Valuation and Purchase of Lo- 
ee ek alltoad Machinery. he 
Offers hie sérvices to Railroad Companies in either of these 
departments, having long experience and the best facilities for 
L. 


al . . ; j 

As ConguLtine Enainesr he will advise as to the value or 
adaptation of any system of imotive power, and furnish draw- 
ings, esti:nates avd specitications for auy arrangement of engine. 

As Aoting Enotnece he will superintedd the construction, 

survey, or reconstruction of any raiiroad machinery, aud guar 
antee satisfactory results, 
As CONTRACTING ENGtNgER, having connection with the 
most reliable and succesaful manufacturers, he will negotiate 
for the purchase of Locomotives of the very best construction 
and proportions, Also ‘Wheels, Tires aud Kepair Shop Ma- 
chinery. 

Having much experience in Patent Business he will undertake 
the preparation of Drawings, Specifications, Applicatiqus for 
Patent or Caveat and other papers necessary fur inventors. He 
is able'to give material assistance in bringing inventions and im- 
provements in Kailroad Machinery into fuvorable notice. 


CHILLED TIRES FOR LOCOMOTIVE DRIV- 
ING WHEELS. 


Zerah Colburn retains the principal ageucy for the sale and 
right of use of this valuable improvement, and will furnish the 
most substantial guarantees of its Safety, Durability, Adhesion 
and great Economy. 

Gitice, 8d floor American Railroad Journa! Building, 

No, 9 Spruce street, 
New York. 
REFERENCES, 

The New Jersey Locomotive and Machine Co, 

James Jackson, Pres’t., Paterson, N. J. 

»QGhas. W, Elliott, Vice Pres’t., 59 Beaver str., N. Y. 

Henry V. Poor, Ksq., Editor Railroad Journal, New York. 

Geo. D. Phelps, Pres’t, Del, Lack and Western Railroad. 

Geo. W. Whistler, Vic * Pres’t New York & New Haven R.R. 

William Raymond Lee, Esq., Boston. 

Bush & Lobdell, Wilmington, Del. 

Oliver M. Hyde, Esy., Mayor City of Detroit. 


- NUGENT’S COLLEGE 


OF 
ENGINEERS AND MECHANICS, 
Public Square, Oleveland, Ohio. 
E. Nucent, C. E., Principal. 

1B design of this Iastitution is to afford young men an op- 

portunity of aequiriag a kaowledge of the profession of 
Q,vil Engineering, and to Mechanics and Tradesmen a sound 
theoretical and practical knowledge of Mathematics, Architec- 
tural and Mechanical Krafting, Plain and Ornamental Penman- 


ship, &c. 
Por further particulars address the Principal. 


New York and Erie R. R. 


Qn and after Wednesday, Sept. 20th, and until further notice 


PASSENGER TRAINS . 
will leave Pier foot of Duane street, {—f7ya 
as follows, viz :— 


BuFrFaLo EXpress, at6 a. m. for Buffalo, 

DUNKIRK Express, at 6 a. m, for Dunkirk. 

Matt, at 8¥ a. m, for Dunkirk and Butfalo, and intermediate 
stations, 

ROOKLAND PassENGER, at 34 p.m., (from foot of Chambers 
Street) via Piermont, for Suffern and intermediate stations. 

Way Passeneoer, at 4p. m., for Otisville, and intermediate 
stations, ; 

Nigut Express, at 56 p. m. for Dunkirk and Buffalo. 

PiGrant, at 6 p.m,, for Duokirk and Buffalo and intermedi- 
ate Stations. 
~ On Sundays only one Express Train—at 5 p.m. 

These Express Trains connect at Buffalo with first-class 
splendid Steamers on Lake Erie for all ports on the Lake; 
and at Dunkirk with the Lake Shore Railroad for Cleveland, 
Cincinnati, Toledo, Detroit, Chicago, etc. 

D. C. McCALLUM, General Sup’t. 


For Sale. 

A. STATIONARY Engine, having cylinders 13 
inches bore and 20 inches stroke complete in 
all respects and finished in the best manner. Has 
been in use about six months. 

ROGERS, KETCHUM & GROSVENOR, 
Paterson, New Jersey, 
or 74 Broadway, New York. 











jul.14 29 tf.) 





Rensselaer Polytechnic In- 
stitute. 
\ESIGNED for the education of ARCHITEOTS and C1viL 
ENGINEERS,—including Railway, Hydraulic, Topographi- 
mh, ont Maing Engineers. ~ 
or copies of the Annual Register, giving full information 
respecting the Institu 


te apply to , 
R. PRANKLIN GREENE, Director, R. PI. 
32 3m] Troy; New York. 
TONS No Giengariock Scotch Pig Iron in lots t 
suit purchasers for sale day rie s ’ 
-) i NAYLOR & 00, 


500 
N. B.—The above Indo constantly tdpeeton ” Jo 3 et 














alo Machinery Depot. 
BUFFALO, N.Y. 
H. C. BROWN, Sup't. J..W: HOOKER, Proprietor. 
AM ‘prepared to furnish and will keep constantly on hand 
from the best manufacturers a full stock of Machinists’ 
Tools for railroad and other shons'; such as Engine and Hand 


Lathes; Large Driver Lathes, Car Wheel Boring Mills, Power 
and Hand Planers, Drill Presses, Panch and Shears, Axle Lathes, 


Power Wheel Presses, Bolt Garena Rss 
J. W. HOOKER, Buffalo, N.Y. 
Fire! Fire! Fire! 

Preserve your books in one of Duryee & Forsyths celebrated 
Fire King safes, They are perfectly secure and excel in finish. 

J.W. HOOKER, Agent, Buffale. 
Railroad Track, Suspension, and Depot Scales, Dormant, and 
Portable Warehouse Scales, Truczs, Baggage Barrows, and 


Manifest Presses, 
Buffalo Machinery Depot, 
General Agency for Rochester Scale Worke. 
H. C. BROWN, Supt. J. W. MOOK. 


Railroad Iron. 


TONS Railroad Iron, 54 to 60 Ibs. per linear 
yard, For sale by , 
THEODORE DEHON, 
26 Broadway, 
New York. 
Contracts made as ‘above for Rails deliverable at English or 
American ports at lowest rates, 36 8t. 





2,000 


Port Morris Manufactory. 
WESTCHESTER COUNTY, N. Y. 
“A BE prepared to execute orders for all kinds railroad work 
and have on hand the approved )Railroad Box with. the 
raised Journal also Car Couplings (Lewis’ Patent) and Rat- 
chet Wrenches fron $5 to $10 each. 
All orders punctuaily attended to by addressing the above. 
a) 


©, BAKER. 
hn Long Iron Planing done on reasonable terms. 


im, . 108 Front st., up stairs.g 





NOTICE. 
HE Copartnership heretofure existing between the under. 
signed, under the firm of Smith & Tyson, is this day dis- 
solved by mutual consent. Either partner is authorized to set- 
tle the business of the concern. 
J. HOPKINSON SMITH, 
RICHARD W. TYSON, 
No, 25 South Charles str, 
Baltimore, July 1st, 1854. 


Notice of Copartnership. 
Hb undersigned have this day formed a Copartnership 

under the firm of J. Hopkinson Smith, in which Richard 
W. Tyson is a special partner, and J. Hopkinson Smith is the 
general partner, 





J. HOPKINSON SMITH, 
RICHARD W. TYSON. 


Baltimore, July 1st, 1854. (33 3m 





Notice to Contractors. 


Cuter ENGINEER’s Orrice, 
Columbus Ga., Sept. 5th 1854. § 
EALED PROPOSALS, will be received by the 
undersigned at this office until the Ist day of 
December, for the clearing, Graduation, Track 
Laying, together with the building of all Bridges 
and Culverts of the Western Division of the Mo- 
bile and Girard Railroad, extending from Mobile 
to Greenville, covering a distance of 130 miles. 
The work will generally be divided into one mile 
sections, and bids may be made for one or more 
of these sections. Separate Proposals are desired 
for the Track Laying, building: of Bridges and 
Culverts, likewise for the building of the Trestle 
work 5!5 miles in length, across the Tensas and 
Mobile Rivers, with the intervening swamps; the 
Trestle will be 12 feet high, bu‘lt upon Black Cy- 
press Piles, found in abundance and adjacent to 
the line, the two Rivers will be crossed with the 
common pile bridging, with Truss Pivot Draw in 
the centre of each. 

Specifications with the form of the Contract and 
Proposals, may be had of the undersigned upon 
application. 

Plans, Profiles, and estimates of that portion of 
the line, are now ready for examination, and par- 
ties proposing will please designate it as such 
upon the envelope. 

The Country is healthy, with no swamps after 
leaving the Tensas River ; from Mobile tothe Riy- 
er (18.5 miles) the grading is light, and country 
very healthy at all seasons of the year; after the 
line leaves the Tensas River, it passes through 
and on the ridge that divides the Alabama and 
Conecuh waters, easy of access by the Alabama 
River, and through a section of country well 
stocked on either side with provision. 

Payments will be made one third (14) in cur- 
rent funds, one third in the Capital Stock of the 
Company bearning (.08) per cent. interest payable 
in: Stock, until the Road is completed, then to 
cease and become common Stock of the Road, 
and relying upon the earnings of the same, for di- 
vidends; the balance (14) to be paid in the (.08) 
per cent. Convertible Bonds of the company, ma- 
turing in 2 or more years at the;:option of the 
Contractors, Coupons payable semi-annually, eith- 
er in Columbus Ga. Mobile, Ala. or in N. Y. at the 
option of the holder, 

To bidders personally unknown to the under- 
signed, Bond and approved security will. be re- 
quired, to an amount notexceeding (14) the amount 
of the contract, for the timely and faithful comple- 
tion.of the same. 

22'¢ miles of the Road from Girard west will 
be open for business the first of November, and 
52 miles (9) months thereafter. It is the intention 
to have the entire line of (245 miles) open for 
business early in 1858. 

8t.87 GEO. S. RUNEY, 





Notice of Copartnership. 

R. PETER MARIE, herefore of the firm of DECOPPET 

& CO., has this day formed a copartnership with Mr. 
RUDOLPH KANZ, (for many years with the banking house 
of Messrs. L. Von Hoffman & Co.,,) under the firm of MARIE 
& KANZ, at No. 27. William street. 

Their attention will be devoted to the purchase and sale on 
Conmnission of Stocks, Bonds and. Foreign Exchange, and to 
the negotiation of Business Paper. 

New York, 1st September, 1854. 36 8t. 


RAILROAD SPIKES. | 





WROUGHT IRON; 
Chairs and Fastenings. 
je undersigned will continua to manufacture with increased 
facilities, HOOK & FLAT HEAD RAILKOAD SPIKEs, 
of all patterns, WROUGHT and CAST CHAIRS and FAST- 
ENINGS, BUILER RIVETS, BOLTS, SHLP and BOAT 
SPIKES, &c., &c. 
The best quality of Refined Iron is used, and all orders filled 
with despatch, , 
J. HOPKINSON SMITH, 
No, 25 South Charles st. 
KS Please direct the name in full, 
Baltimore, July 1st, 1854. (33 tf. 











Steam Engine and Blowing 
Cylinders for Blast Furnace 
for Sale. 

STEAM ENGINE, 20 inch cylinder, and five feet stroke, 
together with Blowing Cylinders, five feet diameter, and 
six feet stroke, in perfect working order, for sale,» Apply to 
EDW. BECH & KUNHARDT, 62 Beaver St., 
&0r, A. TOWAR, Ageat Pokeepsie Iron Works, 
23te Pokeepsie, N. Y. 


For Sale. 


Y the Baltimore and Ohio Railroad Company, 24 crate cars 
adapted to Railroad purpose, which ‘will be sold at a reas 





onable price, For further information, apply to. 
SAMUEL J. HAYES, 
M. of M., Baltimore and Ohio R. R. Co., 
Or BRIDGES & BRO 
19 tf 64 Courtland st., New York, 





Machinists’ Tools, a 
SHRIVER & BROTHERS, 


Cumberland, Maryland, 


(on Baltimore § Ohio R. R., midway between Baltimore and 
the Ohio River) 
ANUPACTURERS of Engine Lathes, Planing Machines, 
Drill Presses, Hand Lathes, and other Machinists Tools. 
These tools are built§in a superior manner, from the very best 
materials, and are particularly adapted for railroad shops and 
all others requiring: first rate machinery. Our location is very 
advantageous for shipping work to the West or South. Orders 
and communications receive p t attention. Address 
SHRIVER & BROT » Fulton Works, 


August 19th, 1854 [32. 6m 
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